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ie” The Mechanical Engineering department of 
this paper will be under the charge of Mr. Zeran 
CoLBurn. 
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Railroad Legislation in Pennsylvania, and 
its Results. 


We are happy to express our belief, that the 
“ difficulties at Erie,” are substantially settled. 
Negotiations may be carried on for some time to 
come, but the jinal result, a 4.10 gauge for the 
roads entering that town from the East and West, we 
consider certain. We also believe it equally cer- 
tain, that the two roads, will, in the end, be allow- 
ed to connect, so as to form one line, leaving tran- 
shipments to be made at such points as will dest 
suit the convenience of the forwarder. 

While we are exceedingly gratified at this result, 
and are desirous of getting away from, and of for- 
getting, this ugly controversy, we are unwilling to 
loose so favorable an opportunity, before public 
attention, which has been thoroughly aroused, 
shall sink into its old channels of indifference, to 
Say a word or two upon the railroad policy of 
Pennsylvania, as illustrated, for several years 
past, by the action of its legislation and the pro- 
gress of its railroads, 


We may commence by asking, why it is, that 
the market value of the securities of the munici- 
pal corporations of this State, (which have been 
created for the construction of railroads,) are so 
much below those of New York? Philadelphia 
6’s are not up to par, while those of the city of 
New York command a premium of 14 or 15 per 
cent. Pittsburgh 6’s may be quoted at from 8214 
to 85, while those of Buffalo and Albany are at a 
premium of 2 or 8 per cent. Pittsburgh is amuch 
larger city than either Buffalo or Albany. Its val- 
uation is greater. Its credit is as untarnished. 
Its ability and disposition to meet all its liabilities 
is as unqu stioned. In comparing them together, 
it would be difficult to say, as far as their intrinsic 


g| value is concerned, why the securities of the one 


should be preferred to the other. Why is it then, 
that there is a difference of seme 15 or 20 per 
cent in their market value ? 

We think the answer is to be found in the dif- 
ference of the principles which lie at the founda- 
tion of the legislation, and particularly the rail- 
way legislation, of the two States in which the 
above cities are situated. In New York, the con- 
struction of railroads is entirely free to any person 
who will undertake them. The State has ignored 


_|all connection with them, and has practically ac- 


knowledged herself to be incapable of directing 
either their mode of construction, management, 
routes, business arrangements, or connections. 
She treats these enterprizes precisely as she does 
‘all other industrial interests; simply protects them 
from, and prevents their doing, injury to, others. 
The roads that are built, simply reflect the wants 
of the parties to be accommodated by them. The 
State does not pretend to decide what these wants 
are, nor how they shall be met, Railroad enter- 
prizes in New York, therefore, are in harmony 
with all other interests. They are /egitimate trans- 
actions, and there is an additional credit attached 
to them for this reason alone. As they are regar- 
ded with favor from the principle of the thing, the 
Jaw is construed favorably toward them in all cases, 
where their rights are involved. An omission to 
comply with the provisions of the law, or a mis- 
conception of the powers granted, is never, in this 
State, punished by a forfeiture of privileges. in- 
ranchise. ~ All such lapses are allowed to be cor- 





grected as readily as were the companies originally 


allowed to be formed. The purchaser of their se- 
curities, therefore, knows that he has nothing to 
fear from legal quibbles; that his securities can be 
rendered worthless, only by the want of business 
for the road. The consequence is, that the mar- 
ket value of the stocks and bonds of railroads in 
this State, are as much greater than those of Penn- 
sylvania, (the real value of which may be the 
same,) as there is between the municipal bonds 
of the two States. 

We find, on the other hand, that an entirely dif- 
ferent policy lies at the foundation of the railway 
legislation of Pennsylvania. In that State, legis- 
lation has not been an expression of the popular 
wants, but of local or sectional interests. It has 
been shaped in accordance with’a policy, the ob- 
ject of which, to make commerce subserve the 
advantage of particular interests or sections, in- 
stead of leaving it free to move in just such diree- 
tion as convenience demands. The merits of a 
particular project, are not so much regarded, as 
the fact, whether it will interfere with the policy 
which the State has marked out for herself. This 
policy, of course, proscribed certain lines; which 
were eminently demanded by the public conven- 
ience. 

The history of the legislation of the State, asa 
necessary consequence, has been one of oppression 
on the part of the legislature, and of manoeuver- 
ing and log-rolling on the part of proscribed inter- 
ests; the object of which, was to get by stealth, 
what would have been denied to an open #€quest. 
In this manner a large number of railroad charters 
have been smuggled through the legislature, con- 
cealed under very harmless exterior. It was the 
policy described, that led to the system of omnibus 
legislation, as it is termed, which is peculiar to 
Pennsylvania; that of grouping a large number of 
matters, of entirely different character, in one bill. 
For instance: a bill is reported by a committee, 
who may entertain views different from those of 
the majority, “for the preservation of Pickerel in 
Smith’s Pond, and for other objects.” Ata lucky 
moment the bill is called up, is smuggled through 
without discussion, and consequently becomes a 
law, without its contents being known to a dozen 
persons. The bill when unfolded, is found to have: 
a much greater scope than the protection of the 





aforesaid “ Pickerel.” The second section, perhaps 
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authorizes the building a bridge over the Susque- 
hanna; the third, divorces a refractory wife from 
her husband ; the fourth, exempts a certain per- 
son from military duty, in consequence of a sprain 
of his ancle ; the fifth—charters a railroad company ; 
the sixth, corrects the records of: &@ municipal 
corporation ; etc, etc. In this manner has the 
State been covered with a batch of bastard char- 
ters, apparently legal on their face, but tainted 
with supicion from the ‘manner in which they 
were got. The majority, feeling itself over- 
reached and defrauded, have thrown every obsta- 
cle in the way of the use of such charter, and 
have pretty effectually accomplished their object ; 
so that, although there are charters in the State 
covering thousands of miles of line that should be 
built, there has hardly been one of the class 
named, that has been turned to any account. 


Such are contests which for years past have 
embarrassed the action of the legislature, paralyz- 
ed the efforts of the people, and to a certain ex- 
tent discredited the securities of this State. In no 
other manner can we account for her want of 
progress in the construction of railroads. In na- 
tural resources, Pennsylvania is the first State in 
the Union. She is second to none in position. She 
is only second in wealth and population. She has 
long held this rank. Yet she is the fourth, and 
will soon be the sizth, in the extent of her rail- 
roads. Even the State of Indiana with only about 
2¢d the area, with a history extending back only 
a quarter of a century, has in the extent of her 
railroads, outstripped the Key Stone State. And 
why? Because she has thrown wide open the 
door to railroad competition, and has invited to 
herself, by the most liberal charters, every man 
who had a dollar toinvest. In this way has she 
enfranchized her people from the thraldom which 
has been such an incubus upon the energies of 
Pennsylvania. Freedom of action has not only im- 
parted confidence, but it has pointed out the way 
to success. The construction of a road of a hun- 
dred miles in extent, is regarded as mere pastime 
in Indiana, which has little accumulated capital, 
nor hardly a town of over 10,000 people. Every 
mile of railroad in that State has been built during 
the period in which the Sunbury and Erie Railroad 
has been a prominent project in Pennsylvania, and 
we may say, a favorite project of Philadelphia, a 
city of more than a half a million of people! Yet 
upon this this road, acknowledged by all its friends 
to be of paramount importance, hardly the first 
blow has been struck; and it is admitted, that 
without the aid of this city in her corporate capa- 
city, it will be impossible to raise the means for 
the work. Indiana on the other hand, has con- 
structed ali her railroads without any considerable 
assistance from municipal bodies, and needs no 
no such aid for any road demanded by the public 
convenience. 

Had Pennsylvania ten years ago adopted a law 
similar to the New York General Railroad Law, 
we have no doubt she would have had an equal 
extent of railroads as the latter State. The privi- 
lege of building railroads in whatever direction 
and manner they chose, would have turned uni- 
versal attention to the subject. The people would 
have at once commenced the process of se/f-edu- 
cation, in the construction of the works, and 
would have soon acquired a confidence in their 
ability to surmount every obstacle in the way of| and 
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their plans, no matter how formidable. The study 
of the subject would] have taught them the 
value of railroads, and would have secured con- 
cert and co-operation of action, the wan! of which 
tas beén one of the great reason’ why Pennsy!- 
yania has accomplished so little compared with 
‘other States. Her legislation has not only paral- 
yzed the energies of her citizens, but has tended 
to keep foreign capital out of the State. Parties 
from abroad, unwilling to take up with such char- 
ters as they could get, and unable to obtain such 
as they wanted, would do nothing. The people at 
home, hampered and distracted by partisan legis- 
lature have attempted and accomplished little. 
The result is that Pennsylvania has but half the 
number of miles of railroad that she would have 
had, with the liberal policy of New York; and 
the market value of such as she has and of the 
securities issued in their account, are very far 
below those of a similar character, and of equal 
intrinsic merit, in other States. 

In reference to the general facts above stated 
there is no controversy. Are we not correct in 
our explanation of them? Is not Pennsylvania a 
giant that has shorn herself of the strength ? Can 
she grow strong so long as she lies fast bound in 
the meshes of a mistaken policy ? Is not freedom 
what she wants? Is it not her policy to invite 
capital into the State instead of repelling it? The 
lesson that she needs first to learn is, that the 
most direct way to accomplish the very objects 
she has in view, is to allow the most perfect free- 
dom of personal action, and that the greatest good 
of the individual, is always in harmony with the 
greatest good of the State. 





New York Central Railroad. 

The following is a comparative statement of re- 
ceipts from passengers and freight on the NewYork 
Central Railroad, for six months, commencing 
Aug. 1, 1852 and 1853: 

Passengers. Freight. 


Total. Increase. 


18538. Aug. $849,125 $140,000 $489,125 

1852. Aug. 294,510 79,575 874,075 $115,040 

1853. Sept. 371,322 200,000 571,322 

1852. Sept. 340,916 97,7568 438,674 182,648 

1853. Oct. 326,706 223,500 £50,206 

1852. Oct. 800,649 115,891 416,541 133,665 

1853. Nov. 242,827 215,898 458,221 

1852. Novy. 209,775 152,114 361,889 96,332 

1853. Dec. 190,014 230,010 420,025 

1852. Dec. 160,657 197,059 857,717 62,808 

1854. Jan. 160,790 167,856 328,247 

1853. Jan. 126,767 185,599 312,867 15,880 
Total INcTease.....° 002. voce cece ce $555,882 


Total receipts New York Central 
Railroad for six months ending 
1st February, 1854............. 

Total increase for six months...... 

Average increase per month....... 


$2,817,147 87 
555,882 08 
92,647 01 


Cleveland and New York City Railroad, 
The above Company have been organized by 
the choice of the following persons directors: E. 
G. Williams, H. W. Clark, J. A. Morely, Cleveland; 
Uri Seely, R. Hitchcock, Painesville ; W. W. 
Branch, Madison ; Frederick Carlisle, Ashtabula. 
The Directors elected Ellery G, Williams, of Cleve- 
land, as President, and W. H. Stanley, ‘Secretary 
and Treasurer. The total amount of stock sub- 
scribed is $417,000. It is proposed to to build 
this road with a six foot track from Cleveland to 
Erie, which will there connect with a road of like 
gauge, intersecting the New York and Erie Rail- 
making a continuous track of equal gauge 
to New York City. Its western connection will be 
ob the fran road to Cincinnati and St. Louis, 


roads terminating in Ohio City. 





Journal of Railroad Law. 
Susscriptions To RaitRoaD Srockx By Municipau 
Bones. 


In our issue of September 17th, 1853, we pub- 
lished the decision of the Supreme Court of Penn- 
sylvania which asserted the constitutionality of 
such subscriptions when sanctioned by legislative 
authority, two judges of that Court, however, dis- 
senting from their brethren. 

A corresponding decision has since been render- 
ed by Hon. A. W. Graham, Judge of the Warren 
Circuit Court of Kentucky in the case of Smith 
and others against the Louisiana and Nashville 
Railroad Company and others, In 1849, this Rail- 
road Company, together with others, was charter- 
ed and certain County Courts including that of 
Warren were authorized to subscribe for stock in 
said roads and to submit the question of the pro- 
priety of their so doing to the popular vote of the 
County. A vote was accordingly taken in respect 
to subscribing $150,000 to the Bowling Green and 
Tennessee line road and the like sum to the Louis- 
ville and Bowling Green road, and it resulted fav- 
orable to the measure proposed. The subscriptions 
were in each case made, and a levy of a half of 
one per cent. on taxable property in Warren 
County declared, in consequence. The two Com- 
panies owning the said roads were then amalgam- 
ated, and the County Court proceeded te issue 
bonds with coupons attached, for the purpose of 
corrying out their undertaking. A tax of a fourth 
of one per cent., having then been ordered to be 
collected for the payment of interest, the plaint- 
iff applied for an injunction against any further 
proceedings, on the part of the consolidated Rail- 
road Company, the Sheriff and the Warren County 
Court. 

The most important question argued at the 
hearing was whether the chartgrs of the Railroad 
Companies above mentioned were constitutional. 

The Judge decided this question in the affirm- 
ative, and in delivering his opinion in relation 
to this subject he substantially said that 
in Kentucky no railroad of any extent can be 
built without the aid of City and County subscrip- 
tions, yet the Constitution must be implicitly 
obeyed. In order to investigate this subject proper- 
ly it is necessary to examine the adjudications of 
the Kentucky Courts upon the question presented 
before the meeting of the Convention for making 
the existing State Constitution. More than 20 
years ago in the case of O’Hara against the Lex- 
ington and Ohio Railroad Company, Dana 2338. 
the Court said “the commonwealth had a right to 
construct a railroad. It had the right to delegate 
this power to individuals.” The same principle 
was asserted in the City of Lowisville against 
Hyatt 9. Dana 516. “The Legislature may author- 
ize a majority of the owners of property on a 
square in a city to decide that certain improve- 
ments shall be made at the expense of the lot- 
holders. In Cheeny vs. Hoosen, 9. B. Mon. 338, 
the Court said: “The legislature have the power 
of granting charters of incorporation, and have 
the constitutional power to confer taxing power 
upon towns and other local corporations, essential 
to their local convenience. All lands of the com- 
monwealth are subject to the general power of the 
legislature to tax them either for general purposes 
of government or for local purposes within local- 
ities within which they may be situated.” By an 





jact incorporating the Louisville and Frankfort 






























Railroad Co., the city of Louisville was authoriz- 
ed to subscribe stock ; to levy a tax on the pro- 
peérty of the citizens for its payment, and eaeh 
tax payer was to be entitled to the stock for which 
he had paid. In that case (see 9. B. Mon. 529,) 
the Court decided the act was not unconstitution- 
al, nor was it rendered invalid, because the bene- 
fit might not be equal in its operation. “The 
legislature have constitutional authority to grant 
to towns and cities power to tax the property of 
their citizens for the construction of works of in- 
ternal improvement for facility of access to, and 
of transportation to and from the town or city.” 
See Leigh (Virginia) reports, 120. Connecticut re- 
ports 475; and Talbot vs. Dent, 9. B. Mon. 535. 
Other cases from the Supreme Court of Kentucky 
and other States might be referred to, sustaining 
and enforcing the principles recognized and ad- 
opted in the foregoing opinion. Thus when the 
Convention assembled, the members well knew 
it to be settled law that the legislature could em- 
power municipal bodies to subscribe to the stock 
of railroad companies and to lay taxes therefor. 
And in“their new constitution, they placed no re- 
striction upon the power of the legislature in this 
respect. On the contrary the records of the Con- 
vention show that when the subject was distinctly 
presented to their consideration they refused to 
impose any such restriction of legislative authori- 
ty, and refused to interfere with its exercise. 
Again it is argued that this charter gives to the 
people of the county, the power to make the law. 
If it be so, the Act is unconstitutional, because 
the constitution has vested the law-making power, 
exclusively in the Legislature.—But this law is 
not thus objectionable. The Act is mandatory in 
some of its provisions, and leaves a discretion in 
others. It commagds the vote to be taken, and if 
the subscription is made it imperatively directs 
all the subsequent proceedings. It submits to the 
voters of Warren and other counties who are 
chiefly interested and are to bear the burdens if 
assumed whether the subscription shall be made, 
and the law thus fully executed. It is not the 
vote which makes or alters the law, it is the law 
that directs the vote axd prescribes every thing to 
be done consequent upon it. The law is perfect, 
final and decisivé in all its parts, and the. discre- 
tion given only relates to its execution.—It may 
be employed or not employed—if employed it 
rules throughout. If not employed it still remains 
the law, ready to be applied whenever the prelim- 
inary condition is performed ,--21 Ohio Reports 86. 
But the most prominent objection taken is that 
the Act violates that provision of the constitution 
which forbids the taking of any man’s property for 
public use, without consent of his representatives 
and without just compensation previously made 
tohim. If this clause of the constitution ought 
to receive the construction which has been given 
to it in the argument, no County Court could build 
bridges, improve the county roads, or even build 
court houses or jails; and yet it was admitted 
that by legislative enactment they had, and might 
well exercise such power. ‘‘How can that con- 
struction be correct which will authorize acts to 
be done for making one kind of public improve- 
ment and at the same time prohibit the like acts 
for making another kind; which will authorize a 
highway and prohibit a railroad ?”’ Maine Reports, 
84, vol. This railroad is surely not more private 





in its character than is a grist mill, owned by a 
single individual, who derives all the profits; and 
yet the County Courts have ever had the power 
to compel the people to contribute their time 
and labor to open and keep in repair roads lead- 
ing to the mill. Although the one is much more 
extensive and costly than the other, the principle 
of public good which justifies the one may well 
sanction the other. 

But this Act does not take from any man his 
property; it does nat divest him of his title, or 
in any manner effect it. It may be, that the 
taxation which a large majority of the people of 
Warren have by their vote imposed on themselves 
as well as on the minority may, in some instances, 
be oppressive ; if it shall so turn out, it is to be 
regretted. On this subject the patriotic language 
of that very able and distinguished jurist, Judge 
Bibb, when delivering the opinion of the Court of 
Appeals in Beard vs. Smith 6. Monroe. 499. is in 
point. The design and good of civil society ne- 
cessarily require that the natural and acquired 
rights of each member should admit of limitation 
several ways, and to a certain extent by authority 
of Government. It is better ever for men that 
the State in general flourish, though they them- 
selves do not thrive in it, that that they should 
flourish in their private affairs and the public suf- 
fer. For let a man’s private affairs be never so 
prosperous, yet if his country be lost, he must 
perish with it. That which is the preservation of 
States is the care of the public good, and that 
which destroys them is the minding only one’s 
private advantage ; therefore it concerns both the 
State and private men to prefer the interest of 
the public to that of particular persons.” (A doc- 
trine worthy of attention at Erie). 

The Judge concluded by saying that he had in- 
tended to quote the decisions of the Court of Ap- 
peals of Kentucky, in the case of the Justices of 
Clark against the Paris &c., Turnpike Company. 
¢11. B. Mon. 150,) and that of Slack and others 
against Lexington & Maysville Railroad Company, 
(13. B. Mon. 2,) but must refrain, because he had 
already protracted this opinion much more than 
he expected to do. Noone who has read them 
will hesitate to say that they fully sustain the 
positions taken. He further remarked that the 
Supreme Courts of the States of Ohio, Tennessee, 
Maine, Virginia, Pennsylvania, Connecticut, New 
York, Louisiana, and other States with constitu- 
tions much like that of Kentucky, have fully and 
clearly sustained the constitutionality of Acts of 
their respective Legislatures very similar to the 
charters under consideration. 

The injunction was accordingly refused. 
Common Carriers, A Rute or Evipence Con- 
CERNING. 

In the case of Berly vs. Newton brought in our 
Supreme Court for injury to certain trunks con- 
taining merchandize, belonging to plaintiff, incur- 
red while they were in the course of transporta- 
tion upon defendant’s steamer, evidence was ad- 
mitted on the part of the plaintiff tending to show 
that it was the usage of the defendant always to 
charge freight on trunks such as those in which 
the plaintiff’s merchandize above mentioned was 
carried. Ona motion for a new trial the Judge 
held this evidence to have been rightly admitted. 
For it was necessary for plaintiff to show that the 


defendant knew or had due notice of the contents 


i 


of the trunks, and the evidence in question 
showed that from the size and form of tranks 
like plaintiff’s the defendants usually inferred 
that they contained merchandize and disposed of 
them on board of their boats, accordingly. 











Working of Rallroads. 

With each successive stage of completion at- 
tained by the railroad system of our country, an 
additional importance is given to operation and 
management, The time will come when our rail- 
roads will be all in operation, and no more will be 
built. The railroad system of a large part of the 
country is already completed, while a large amount 
of railroad work now in progress is advancing 
with extraordinary rapidity. The constructing 
talent employed on railroads, is transferred, upon 
their completion, to new works, leaving the duty 
of management chiefly in the hands of mercantile, 
rather than professional men. How far the specu- 
lative or temporary expedients of the one class 
should be influenced by the obvious tendencies of 
the other, may not be difficult to determine. 
Railroads will doubtless pay better in the hands 
of purely mercantile men, where a different qual- 
ity of talent has established the system of opera- 
tion, but even in operating, there may be an ad- 
vantageous infusion of skill, such as goes beyond 
figuring up the gains, or economising in obvious 
expenditures. 

There are two ways, most essentially different, 
of managing railroads profitably. The one which 
is generally soonest adopted is that of “curtailing” 
obvious expenses in the closest manner, and in de- 
manding the highest remuneration for the move- 
ment of persons and property. The other system 
does not reject the principles contained in either 
of these expedients, but adopts them to such an 
extent as must be inevitable from other circum- 
stances; and in the meantime takes advantage of 
every improvement in construction and operation, 
in adaptation and in encouragement to business. 
The one assumes that the science of railway econ- 
omy is established, and that all that is wanted is 
to keep the screws tight. The other perceives and 
admits improvements, in which word is comprised 
the sources of all the superior facilities possessed 
in present times, 

The stringent system which aims to save all 
and get all, is severely tested, however, when 
touched by the influence of competition. When 
it is assailed by a stern demand for lower charges, 
or a withdrawal of business, it bustles about, en- 
deavoring to show that such and such business, 
“cannot be done” under a certain cost. In other 
words, it can only show that in some situations, 
such cost Aas been incurred, and cannot state 
whether necessarily or not. 

We believe that the science of management is 
the most important in its bearings upon the suc- 
cess of American Railroads: that it includes facts 
and principles which are deserving of a full state- 
ment and of elaborate discussion. Everything 
which cheapens communications promotes general 
prosperity in numberless ways. The access to 
distant markets; the increase of social and mer- 
cantile acquaintance, and of the new relations 
which spring from them; the spread of intelli- 
gence; all of which results are exhibited in the un- 
exampled growth of our own country, are all due 
tw the adoption of those mechanical expedientg 
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which have reduced the resistance, and 
the cost of locomotion, sabe ) 

In this field the Journal will ever strive to be a 
faithful laborer. _ There is yet necessity for a vast 
deal of information touching the subject involved. 
The construction, working, wear and renewal of 
every member of the railroad system must yet be 
diseussed and illustrated, We shall be prepared 
to show in a short time.,that the assumption of the 
perfection of the railway system has operated 
most disadvantageously upon the interests of those 
who, by their adoption of a corresponding system, 
have:shown their faith in such perfection ; in other 
words, the respectable conservatives who control 
such roads as, with favorable routes can scarcely 
maintain their local business, and nearly all of 
which have zealouly refused all advances of pro- 
gress. It can be shown that this charge of up- 
hill conservation is not the result of wild reason- 
ing, but that it is borne out by facts. 

In these discussions we shall expect to be sup- 
plied with the necessary materials. Physical facts 
developed in the constructi n or working of rail- 
roads and of their machinery will be always 
thankfully received, and we are confident that 
there is enough of such information in existence 
and that it only requires to be brought out. Every 
engineer, superintendent, master of machinery, 
locomotive and car builder has more or less of 
the materials necessary to the purposes of discus- 
sion, 











Railway Signals, 

A recent number ofa foreign scientific journal 
gives illustrations and descriptions of an improved 
railway signal, which by its simplicity and the 
certainty of its indications, deserves to be widely 
adopted in our own countiy Indeed upon the 
most careles inspection it will be seen fully to merit 
the preference which we have given it, 


Fig. 1. 
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Fig. 1 is a front elevation of a signal of the im- 
proved kind, as arranged in its primary position, 
presenting a plain white dise to the view of the 
pair ny) Ae indicating that the line is clear, and 
therefore that the train may safely proceed, Fig 





x, 
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thereby |2 is a corresponding side view of the signal at right 


angles to fig. 1. Fig. 3 is a detached front view of 
the actual signal portion alone, representing the 
indicating apparatus in its second position, to show 
that a passing train must proceed with caution, a 
square green disc being displayed for the purpose. 
Fig. 4 is a similar detached view of the disc-signal- 
ling details, wherein two distinct red discs are 
exhibited, to indicate danger. 


The signal consists of a stout wooden pillar, a, 
carrying horizontal side brackets, 8, in which 
brackets are plain eyes, to receive the paralled 
vertical iron rod,c, This main post, a, is fitted 
with a ladder, p, and platform, £, in the usual way, 
for the ascent of the signalman; and its inner front 
face carries a stationary circular disc, r, with a 
red face, pointing in the reverse direction to the 
train’s motion. The adjusting rod, c, is passed 
freely through its plain eyes in the brackets, s, 
having liberty both to rotate and traverse longi- 
tudinally therein, a-collar being on the lower end 
of the rod, to prevent it from traversing too high 
at anytime. This rod is surmounted by a circular 
signal disc, x, coloured white on one side, as shown 
tn fig. 1, and-red on the other, as in fig. 4. Be- 


Fig. 3. Fig. 4. 





neath this side, the rod also carries a second disc, 
1, of a square or rectangular shape, and checked 
or half-entered into the upper disc, u, forming one 
piece with it. These details, with the ordinary 
Jamp, 3, on the apex of the rod, c, form the entire 
signalling apparatus. The front face of the timber 
post, a, has also bolted to it, lower down, a spiral 
guidepice, or incline, x, held at its two ends, L, in 
a fixed position. This spicval piece embraces the 
rod, c; and an adjustable arm, m, standing out at 
tight angles from the rod, carries a small pulley, 
N, upon its ‘outer end, bearing upon the edge of 
the incline as a support, a small handle, o. being 
fitted up with a catch, as shown in dotted lines, 
for adjustment. Or, when the signal is to be actua- 
ted from a distance, by cords or ropes, in the usual 
way, the conmon signal wire-ropes is passed round 
a pulley, keyed on near the lower end of the rod, 
a. An additional lamp, a, may be attached to the 
red face of the upper disc, H, as a security against 
danger, arising from colour blindness, or an inabil- 
ity fairly to distinguish different colours. When 
the signal is in its first position, as delineated in 
figs. 1, 2, and 3, the circular disc, having its white 
face towards the approaching train, completely 
covers or conceals the fixed red disc, r, on the 
wooden pillar, from view ; whils! the green disc, 1, 
being turned with its edge towards the coming 
train, isalsoinvisible. Under these circumstances, 
then, the engine-driver, seeing only the white face, 
or a single round disc, knows that the line is clear 
for his journey. Butif, from any cause, “ caution” 
is to be signalled, the signalman, either by bis 
wire-rope and pulley, or the adjusting handle, o, 
turns the rod, c, one quarter round upon its axis 
Then, as the arm, M, is fast on the rod, c, it goes 
round with it; and in the traverse of the pulley, n, 
over the incline, x, the rod, c, is caused to rise up 





through its bracket bearings, so as to bring tha 
signal discs into their second position, as represen- 
ted in. fig. 8. The circular red and white faced’ 
lise is now turned with its edge towards the train, 
and is therefore invisible; whilst the rectangular 
green disc, 1, faces the train, and covers up or 
conceals the fixed red disc, r, entirely from the 
lriver’s view ; so that, as the look-out on the train 
sees only the green disc, he at once knows that he 
must run slowly and with care. If‘ danger” is 
to be signalled, for the purpose of stopping the 
train, the signalman turns the rod, c, another 
quarter around , the resulting traverse of the arm, 
M, over the spiral guide, x, carries the rod still 
further upwards in its bearings, bringing the signal 
discs into their third position, fig. 4. The circular 
disc, u, having thus been turned a full half round, 
now presents its red facestowards the train; and 
its increased elevation, due to the spiral guide 
action, having brought it to a higher level than 
that of the stationary disc. r, the engine-driver 
now sees two separate red-faced discs of circular 
shap *, forming a very striking “stop” signal. On 
reversing the action of the rod, c, the discs are 
obviously brought back into their normal position, 
as in figs. 1, 2, and 8. 

For night-work, the lamp-signals will act in this 
manner :—In the first position, the lamp, 3, on the 
top of the rod, c, will give a white light, indica- 
ting “all clear;” whilst the lower, or secondary 
lamp, @, is screened by the circular disc, n. In 
the second position, when the rod, c, is turned 
one-fourth round, the upper lamp, J, has a new 
branch brought forward to throw out a green light, 
indicating “ caution,” the secondary lemp, a, being 
stillshaded. In the third position, the third branch 
of the compound lamp, J, will give out a red light, 
whilst the single secondary lamp, a, is now brought 
to bear, and gives a similar red light, both in the 
direction of the approaching train. In this case, 
should the look-out be effected with colour blind- 
ness, he will yet be put on his guard by the ap- 
pearance of two distinct lights, indicating danger. 





Survey for the Pacific Railroad. 

The Secretary of the Treasury has sent to the 
Senate a document containing the reports of the 
different parties who have been in the field the 
past season, making surveys and explorations of 
the proposed routes for a railroad to the Pacific. 

The following is a summary cf the report made 
by Governor Stevens, of the Northern route: 

Accompanying Governor Stevens report, is a 
map sketch on a scale of 1-600000 of the route 
of the proposed road from St. Paul to the 
Shayenne river, and Governor Stevens is “ confi- 
dent no grade will be found of more than twenty 
feet per mile,” and “ cost without equipment will 
not exceed $20,000 per mile.” 

Another map sketch is given on a scale of 1- 
1200000, from St. Paul to Fort Union. He says 
the “ enclosed sketch of a railroad route is cer- 
tainly practicable at a cost not probably exceeding 
$40,000 per mile. * * The great key points of 
the country are the valley of the Moose river, and 
the region of the Bois de Sioux.” No grade is 
mentioned, nor profiles given, of any portion of 
the route. 

West of Fort Union no sketches of the country 
have been received. The rivers along the route 
are reported as being very much out of place on 
the maps, and indeed it is impossible to trace the 
route definitely upon ordinary maps. No astro- 
nomical positions are given. 

The nature and substance of the results obtain- 
ed west of Fort Union, so far as reported are as 
follows : 


At Fort Benton.—Governor Stevens says, “up 
to this point we have found the country entirely 





practicable. Whichever pass in the mountains is 
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decided upon, the Milk River Valley will 
a good approach,” 


At St. Mory’s Valley.—He reports that two ap- 
proaches to Cadot’s pass were examined, both re- 
quiring a tunnel, “ not exceeding a mile in length, 
and a grade that will not “ probably exe eed forty 
or forty-five feet per mile.” 

To the West, “ the descent down the Hell-gate 
River was mostly through an open valley, till the 
Hell-gate passage is reached, where the _Tiver 
winds in a narrow defile, requiring for a railroad 
expensive sustaining walls and embankments, and 
probably some small tunnels to avoid short curves.” 
“1t can be turned by tunnelling a marble moun- 
tain to the south of it, or by crossing over from a 
tributary cf the Hell-gate in the open valley of 
the pass to the valley of the river Jocko, one of 
the principal southern tributaries of Clarke’s 
fork.” This was explored and a barometer profile 
taken; “in the absence of it, can only state it 
will probably furnish a practicable mode of avoid- 
ing the Hell-gate defile.” 

Cadot’s Pass is reported as being “ nearly 3,000 
feet below the. South Pass,” and “ a much better 
one, both in summer and winter.” A small party 
examined a Pass in the Rocky Mountains south of 
Cadot’s Pass, and was fitted out to examine the 
Marias Pass to the north of it. 

Tho Bitter Root range, west of St. Mary’s val- 
ley, are said to be impracticable. 

At Olympia, Dec. 5.—Governor Stevens reports 
that a route was surveyed over the Coeur d’Eleine 
Mountains from St. Mary’s to Fort Colville, but 
no barometer profile taken for want of an instru- 
ment. “It is probable” these mountains might 
be passed with a tunnel not exceeding “six or 
perhaps four miles, without involving impractica- 
ble grades.” Difficulties from snow “ should be 
carefully investigated.” 

Lieutenant Donelson surveyed the general line 
of Clarke’s fork. Governor Stevens says he “ re- 
ports the route from the debouche of the Hell- 
gate Pass to the banks of the Spokane” * * * 
as “practicable, involving no other difficulties 
than are usually met with in the Alantic States, 
and that it will connect well with a route through 
the Marias Pass, should a practicable one be as- 
certained. The grass is generally good, there 
having been a scarcity only two nights.” 

The Coumbia was explored from Fort Colville 
to the forty-ninth parallel. Captain McClellan ex- 
plored the Cascade range as far north as the forty- 
ninth parallel, and his exarninations were connect- 
ed with the others under Governor Stevens. 

Governor Stevens refers to Captain McClellan’s 
examinations, and “I apprehend no difficulty 
whatever in the Sno-qual-me Pass to the passage 
of a railroad ; and from information I have receiv- 
ed from old residents, particularly from Mayor 
Goldsborough, a civil engineer who has carefully 
examined the country, it will be an easy matter 
to carry it to a good harbor on the sound.” 

According to Captain McClelland’s report of 
September 18, the Sno-qual-me Pass “is at the 
head of the main Yakima,” some thirty-five miles 
north of Mount Reginer. The lowest point of the 
divide is 3,548 feet above Vancouver. The des- 
cent to the east to Lake Katchelas, a distance in 
a direct line of about three and one-fourth miles, 
is 1,129 feet; beyond this, “there is no difficulty 
in the construction of a road of any kind.” He 
did not “ proceed more than a few miles beyond 
the divide” to the West, but as far as he went, 
“ the valley was narrow and the descent steep.” 
He reports Nah-ches Pass as 4,966 feet above 
Vancouver, and not so favorable as the other. In 
both Passes the snow accumulates in the narrow 
valleys, probably 20 feet, and in the mountains, 
five or six feet. : 

Owing to the lateness of the season, the survey 
was to be contined to Puget Sound by the line of 
the Columbia and Coulitz. 

Governor Stevens does not mention any grade 








to. At the date of Governor Stevens’ last 
munication, (December 5,) the finished d 

and estimates had not been made for any portion 
of the work. The explorations west of the Cas- 
cade range are not. terminated. The reports of 
those sent to gauge the snows had not been re- 
ceived, nor of the party left to finish the survey 
of the Missouri river, nor the one to run a line 
from St. Mary’s to Fort Hall. 


Report oF THE Survey oF WaLKER’s AND THE 
NeiGHBorine Passes. 
Depot Camp, Pose Creek, Aug. 31, 1853. 

I have just returned here from a twenty day’s 
examination of the various passes of t e Sierra 
Nevada, and give the results so far. 

I started from this point, which is eight miles 
North of Kern River, and went through Walker’s 
Pass, the northernmost point on the Sierra, where 
it is supposed possible to carry a railroad across. 
Then re-ascending to the summit of the pass, I 
wished to follow the back bone of the mountain, 
southwardly, till it joined the coast range; thus 
necessarily seeing every depression in the ridge. 
Having thus ascertained the lowest points, I then 
intended to ascertain if they were accessible from 
both bases. This plan I followed most successful- 
ly, and I have now a good knowledge of these 
mountains—am certain that no pass exists (with- 
in the above limits) that I have not examined— 
and am now prepared to commence a survey of 
the best of them. 

I regret to say that the difficulty of crossing 
the mountains is much greater than I anticipated ; 
but I think there is no doubt of the practicability. 
I have been through eight passes, most of which 
are very bad, and I will briefly describe some of 
them. You must understand, however, that my 
opinions here expressed may be modified, when 1 
get a more accurate knowledge from surveys. 

With this understanding, I will commence by 
saying, that Walker’s Pass is out of the question. 
To reach this we ascend Kern River (properly the 
Potum-ko-la) for some fifty miles, where a branch 
comes in from the East. This we ascend, ina 
wide and gently ascending valley, for some twelve 
miles, when we leave it, cross the divide and enter 
the plain or basin beyond. The difficulties are: 
lst, ascending Kern River; 2d, ascending to the 
summit from the valley of the branch; 3d, des- 
cending to the basin. 

1st. On Kern River high mountains come down 
abruptly on each side, forming a canon of five or 
6 miles in length, impassible for mules, and prob- 
ably for footmen, since there is no Indian trail 
through it—and these mountains cannot be turned. 
Hence, to go by Kern River, an immense deal of 
cutting, blasting, &c., would have to be done 
Rock, granite. This river falls in the fifty miles 
—fifty feet to the mile on an average. 

2d. The ascent to the summit for five miles is 
over 300 feet to the mile, and rugged rocky 
mountains on each side, cut up by precipitous 
ravines, prevent a winding course to gain distance. 

3d. The descent from the summit to the basin 
is 8 miles, and over 250 feet to the mile. The alti- 
tude of Walker’s Pass is over 4,500 feet above the 
Tulare Valley, and over 5,000 abeve the sea. The 
basin is 2,500 feet above the valley. 

Proceeding south, the next pass worthy of note 
is one never before passed through so far as I can 
ascertain. The ascent from the basia is uniform, 
and not more than a hundred feet to the mile, ar- 
riving at the lowest point but one of the Sierra 
Nevada—3,100 feet above the Tulare Valley. A 
creek runs from the summit to the valley, but the 
descent for 10 miles is 300 feet to the mile. Pos- 
sibly, by winding in the hills a more gradual des- 
cent could be found—still it would be difficult 
and very expensive. Instead of following this 





eréek we can follow along the crest of the moun- 
tain, on nearly a level for 15 miles, and then des- 
cend nearly the whole vertical distance in 3 or 4 
miles. If inclined plane, with stationary engines, 


as the probable maximum from the summit of have to be resorted to, this would be a good 
Cabot’s Pass to Puget Sound. The extent of point. 


country adapted to cultivation, and the facilities 
for wood and water, are not particularly alluded 


_ Still further south there are two passes leading 
into the head of the Tulare Valley, at a place 
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[sted Tejon, A wage rnd pees ough ome 
ngs} which is beginning t e known as the Tejon Pass, 
and it is the worst wagon road I ever saw, The 








pass fortunately presents some good features for 
a railroad. Two small streams run from near the 
summit—one into the basin, the other inte the 
Tejon—but their sources are separated by a nar- 
row divide over 1,500 feet high. I have great 
hope that a survey show that should this 
ridge be tunneled, the can pass up one creek 
through the tunnel, and down the other. The 
summit of the Tejon Pass is 4,500 feet above the 
Tulare Valley. af 

The other pass coming into the Tejon is called 
the Canada De Las Uvas (grape ravine). In_ this 
a small brook descends into the Tejon, 1,400 feet 
in 4 miles, while the rest,of the pass is of gentle 
ascent and descent. The,summit is 3,100 feet 
above the Tulare Valley—the same height as that 
of the passes before mentioned. Two modes would 
naturally suggest themselves for making a road 
through this pass. One, a system of inclined 
planes with stationary engines over the 4 miles 
above mentioned; a second, by following along 
the side hills. Before I express an opinion on 
these points, I must wait till a survey of the pass 
is made. I intend to leave here to-morrow for the 
Tejon, 25 miles distant, and shall run a line of 
levels through the Tejon Pass and the Canada De 
Las Uvas, at the same time making an accurate 
4ketch of the hills and ravines on each side. From 
the data thus obtained, I shall be able to give ful 
information on the subject. So much for passes. 

R. 8. WILLIAMSON. 

The little that was received from Capt. Gun- 
nison previous to his massacre is not favorable 
for the route he was commissioned to explore, 
which was what is termed Benton’s route, by way 
of the Huerfano and the Coo-chi-to-pee pass. The 
information furnished by him is altogether too 
meagre to be of any particular value. 

The survey of the route upon the 35th parallel 
was entrusted to Lieut. Whipple. When last heard 
from, he was at the Zuni villages. We give his 
dispatch, though not very intelligibly, for want of 
a map of the route. 


Camp No. 70, near Pueblo Zuni, Nov. 25. 

Colanel: I have the honor to enclose a geologi- 
cal and a pencilled sketch of a general profile of 
our route from Fort Smith to Rio del Norte. The 
vertical scale of the latter not being exaggerated, 
the minor deflections are unappreciable. However, 
it may serve, like the rough topographical 
sketches already sent, in the charge of Senor Don 
Ambrosio Armijo, to guard against a total loss of 
our work, in case, by any accident the notes we 
carry should be destroyed. By examination you 
map yerccive that no great obstacle is opposed to 
the construction of a railway along the route tra- 
versed by the wagons, the profile of which is given 
from barometric observations, taken at every 
point wherever occurred a change in grade. This 
profile, however, is intended merely as the. basis 
for a reconnaissance upon which the profile of de- 
flections for a better route may be projected. 
Several such deviations have been made, but not 
yet represented upon the profile: One through a 
level prairie south of the road and extending near- 
ly from the Poteau to the San Bois; another 
passes over a slightly uadulating country, from 
the head waters ef Coal Creek to the waters of 
Boggy, leaving the Shawnee villages north. . It is 
a question. also, whether the valley of the Cana- 
dian should not be kept nearly the whole way to 
the mouth of Tummcari creek, thus avoiding the 
aseent to the Llano estecado, and proceed to the 
Pecos, north of Anton Chico, where the canon is 
believed to be narrow enough to be by 
a bridge. From Rio Pecos to the Valley. of the 
Rio del Norte is doubtless the most expensive of 
the first division of our route. Still the ground 
is difficult only in comparison with that previous- 
ly passed over, Two passes of the Rocky moun- 
tains were examined; one leading by Rio Galisteo 
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‘to the Pueblo de San Felipe, the o r by Cai 
_ pass to Puebla de Isleta. ‘The first makes a short 
defle to the North, by which a blind man 
“would never suspect the vicinity of a range of 
mountains, A branch of the Galisteo is encount- 
ered about 25 miles east of the mountain range, 
‘and makes a broad epen valley, with a descent, 
unappreciable by the eye, to Rio del Norte. The 
Carmel pass is more directly west, and its cannon, 
with some slight cutting, will afford a good route. 
. Debouching from the mountains, a wide arrayo, 
with a e of about’ 50 or 60 feet to the mile, 
leads to Isleta. At these pueblos, San Felipe and 
Isleta, are found the two best crossings of the Rio 
del Norte. At both places the diluvium drift in- 
fringes upon each side of the river, affording 
natural abutments for a bridge. From the latter 
poin the survey has been continued, -with a sweep 
to the South, to ascend the Mesa, nearly 700 feet 
in height, which divides Rio del Norte from Rio 
Puerco. Thence we ascend Rio de Gallo to near 
its head waters, where parts the road leading to 
Fort Defiance. Sending a party to reconnoitre 
that route, we proceeded by the Canino del Obis- 
po to our present camp, near the Zuni. Upon the 
route of the survey, toward the southern slope of 
the mountain, by a gradual ascent of about sixty 
feet to the mile, wo arrived at the foot of the hill 
which forms the summit of the Sierra Madre. 
Here might be required a tunnel about a mile in 
length, which would reach a similar ravine upon 
the Pacific side, leading by a beautiful slope, not 
exceeding in any part 61 fcet to the mile; three 
days’ journey to Zuni. The party which explored 
the northern pass reports much more favorably. 
The summit is said to have been passed unper- 
ceived, and a grade of twenty-five feet to the mile 
will conduct from Ojo Azul, which flows toward 
the Gulf of Mexico to Rio Puerco of the West, 
which, emptying into the Rio Colorado, seeks the 
Pacific Ocean. We are, therefore, now upon the 
Pacific waters, having found excellent passes 
through the range of Rocky Mountains and the 
Sierra Madre. Timber for the construction of a 
railroad is abundant from the Choctaw nation to 
Walnut and Deer creeks, also from Rio Pecos to 
Sandia Mountain, and in the Sierra Madre. For 
masonry, there is excellent material over the 
whole route. Coal is abundant in the Choctaw 
nation, on Rio Galisteo, in the Carmel canon, on 
Rio Puerco, and at Ojo de Gallow. Extensive 
beds of um also occur in various localities. 
From the headquarters of the Washita, which ap- 
proach within two or three miles of the Canadian, 
an excellent route for a railway extends east- 
south-east as far as that river was followed by us. 
Well-wooded valleys, flowing streams, fertile soil 
and charming climate, all invite the emigrant 
thither. To pursue the stream to its mouth, and 
thence to New Orleans, would doubtless form one 
the main branches of a railway from California, 
by way of the Canadian. The appearance of the 
country north of tne Canadian, in the direction 
towards the western part of the Missouri, showed 
nothing to lead us to infer greater obstacles in the 
construction of a branch from the great bend of 
the Canadian to Springfield than we had found on 
our route. Indeed, our geologist, Mr. Marron, 
having previously paid particular attention to the 
geological character of that section of country, 
assures me that it is highly favorable for the ob- 
ject proposed. Without doubt, therefore, a main 
branch of this road would lead to St. Louis. Water 
for camping purposes, on the whole route from 
Fort Smith to this place, has failed us but once. 
That was on the Sierra Madre, where water could 
be easily obtained by tanks, in others by aque- 
ducts, while in a few places Artesian wells may 
be resorted to with greater advantage. To-morrow 
we proceed hence, taking a due west course, 
which we hope will lead us to the Pacific in time 
to lay before Congress a more full report in Febr’y 

next. 
In great haste, I remain, very respectfully, 
Your obedient servant, 
A. W. WHIPPLE, 














First Lieut, Corps aphical Engineers. 
Colonel J, J. Azerr. oe - 














of Governor Stevens seems to show the most satis- 
factory result, from the fact that it is the most 
complete, His surveys demonstrate a railroad to 
be entirely practicable upon his route, across the 
continent. No insurmountable difficulties will 
be met with in crossing the Rocky Mountains, 
and the coast range can be avoided by following 
down the Columbia River. Upon nune of the 
other routes have the surveys been carried from 
the Mississippi to the Pacific, so that we are not 
yet in possession of sufficient evidence to make a 
comparison of the several routes proposed. 





Rallroads of Indlana, 

The Indiana State Journal gives the following 
table, showing the number of miles of railroad in 
that State in progress, operation and contempla- 
tion: 

In operation— 


Miles. 
EE I ons» buiv sings bbbeesee 0000 40 
Southern Michigan and Northern Indiana....120 
New Albany and Salem.... .... .... sees eeee 258 
Lafayette and Indianapolis................. 66 


Terre Haute and Indianapolis............ 

Evansville and Crawfordsville.............. 
Martinsville and Franklin.................. 
Jeffersonville 


COP e eee Hee COSHH e EHS HEH HEE 


Madison and Indianapolis.... ......... .....- 86 
Indianapolis and Cincinnati......... .... 2.6. 90 
Shelbyville and Edinburg.... ........ .e00+- 16 

‘i (yt kak ono. an00,4008 2 23 

oe *  Knightstown.... ec .000- 20 
Ohio and Mississippi.... ........ ..0. .e0e+-- 55 
MTU 5 hn cig wpa: noe cone cece.cdc.. Om 
Richmond and Eaton.... .... .ccs sess vesece 4 
Richmond and Newcastle......... .... sees 28 
Bellefontaine and Indianapolis.............-. 84 
Peru and Indianapolis......... ..0. sse0 veers 72 
Pe ME Dn adn ences copavces ccce.cceen 20 

Total, miles completed. ............ ..1,280 


The following list comprises the number of 


miles in progress: 


Miles. 
Indiana and Illinois Central......... .... e+ 75 
Evansville and Union.... .... sce. coos veces 235 
UME VOTEET .0'sd cuss’ cccs sade, cos st beh 6OuE 172 
Cincinnati, Logansport and Chicago......... 165 


Gosport and Indianapolis.... ........ 005+. 
Fort Wayne and Chicago......... w+. eeveee 


Fort Wayne and Sandusky................. 18 
Logansport and Pacific......... .200 sees voce 63 
Marion and Mississinewa................... 84 
PID MEMEID S25 cec5 seo acs sccs. ¥0ee . 73 
Cincinnati and Fort Wayne................- ae: 


Cincinnati, Cambridge and Chicago. ........ 
Ohio and Mississippi.... .... 2... ..2+ eee 

Junction 
Cincinnati, Union and Fort Wayne........ 


MU Sci ks es sc'espeass poses Te Ss ey 1,592 

The following list comprises some of the con- 

templated roads, the distances given being those 
within this State : 


Cees eee eee Owe eee eee EHH HEE 


Miles 
Fort Wayne and Detroit..........0. .04. eeee 40 
Fort Wayne to Coldwater............ .++.-- 50 
Cleveland and St. Louis, air line............. 175 
Indianapolis and Cincinnati, valley line.... .. 82 
New Albany and Sandusky........ ........- 112 
Fort Wayne and Southern.... .............- 165 


Indianapolis and Vincennes 


NESS LG spec kbc rl bie de Seed oie wae eabe 782 
RECAPITULATION. 

EU OE ONIIOR 5 ons snes c cces cline o0se.ce 1,280 

pre ts eines x 2 ste nh otakae nine 1,592 

Fy TR a os caene nbn 0 eens Le 


Total.... eeeereeee eee e300 9000 eee .- 8,604 


Of all the freconnoisances made thus far, that 





Locomotive Butliding in St. Louis. ' 
In the abstract of trades and manufactures of 
St. Louis, published in a recent number of the 
Missouri Republican we find the following parti- 
culars of the works of Messrs. Palm and Robert- 
son, the Pioneer locomotive builders of the count- 
ry west of the Mississippi. 


The foundry and machine shop of Palm and 
Robertson, on South Third street, is a little over 
five years old. Inthe summer of 1848 the first 
building was erected, a frame shop 80 feet square. 
Since then the business has grown so as to require 
more ground as well as more buildings. The es- 
tablishment at this time, embraces about 61,000 
square feet, or nearly one and a half acres, of 
which about 31,000 square feet, nearly three- 
fourths of an acre, is covered by substantial brick 
buildings, containing the different work shops, 
and the rest is occupied as yard room for materi- 
als, &c., and partly covered, by wooden sheds. 
The establishment contains a pattern maker’s and 
carpenter’s shop an iron foundry, a brass foundry, 
smithshop, a boiler maker’s shop, a coppersmith 
shop and a finishing or machine shop. It employs 
at present 150 men, chiefly in building loco- 
motives, of which, up to this time, five have 
been finished, the first being turned out in July 
last, and the fifth about the 10th of December. 
As soon as the demand shall justify it this shop 
will turn out one locomotive every two weeks. A 
portion of the force is employed in manufacturing 
tools for machine shops and railroad repair shops, 
and the tools already manufactured there will com- 
pare with the best Eastern built tools. The pro- 
prietors have, during the past year, introduced a 
feature which is of great benefit to the workman. 
and deserves to be imitated by others. They have 
engaged one of the best physicians of this city for 
the workmen. He has an office and dispensary 
in the establishment, and calls every day to min- 
ister to the wants of any of the men who may be 
sick, without expense to them. 


From the same source we have the following in- 
teresting account of the manufacture of refined 
iron in the city of St. Louis. 


Sr. Louis Routine MIs. 
Owned by Messrs. Chouteau, Harrison aud Valle, 
projected and erection commenced during the 
summer of 1850. 

This establishment is situated in the upper part 
of the city, and with its appurtenances, covers 
near fifteen acres of ground. The Rolling Mill 
building is 256 feet in length by 130 feet in 
breadth. A row of eighteen brick houses is at- 
tached to it, presenting a front of 300 feet by 80 
in depth, and affording ample and comfortable 
lodgings for 36 families. Warehouse 100 feet 
squre, and balance of ground occupied by black- 
smith and carpenter’s shops, sheds, outhouses, 
stables, stock and coal yards. 

Thirty-nine furnaces are at this time fn full 
operation, subdivided as follows, viz: 11 boiling, 
2 scrap, 1 lump, 3 bar mills, 2 billet, 2 slab, 2 
sheet, 1 dandy, 1 annealing, 1 nail plate, 2 railroad 
chairs, and 1 spike and rivet machine. 

The motive power used is steam, obtained from 
waste heat, by means of 18 boilers suspended 
over the furnaces and feeding three engines; first, 
the doctor, which supplies the boilers and the en- 


-| tire establishment with water, secondly the bar 


mill engine 27 inches diameter, 6 feet stroke, 
driving the muck mills, squeezer, hammer, mer- 
chant mills, and saw; thirdly, the sheet mill en- 
gine, 26 inches diameter, 54 feet stroke, driving 
the small or guide mill, boiler, sheet arid nail 
plate mills, nail machines, 28in number, 1 railroad, 
boat spike and rivet machine, 2 railroad chair 
machines, turning lathe and shears. 

This mill derives its main supplies of pig metal, 
blooms and ores, from the Iron Mountain, and 
turns out a weekly average of 125 tons of finished 
iron, in the shape of bar iron, boiler plate, sheets, 
nails, railroad spikes, boat spikes, rivets and rail- 
road chairs. 

Three hundred and fourteen men and boys and 
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thirty-nine wagons and carts find constant employ: 
ment, exclusive of special jobs and contracts. 
The average consumption of fuel amounts to 1,600 
bushels of stone coal daily. 


More Consolidation. 

The Baltimore Sun says: 

“We learn that a project is in contemplation 
and, indeed, that steps are about to be taken by 
the parties interested, to consolidate the railroad 
companies comprising the lines of route between 
Baltimore and Harrisburg, with a view to a more 
effective and economical administration of their 
operations. The companies constituting this line 
are the Baltimore and Susquehanna, York and 
Maryland, and York and Cumberland—the former 
in this State and the two latter in Pennsylvania.” 








Arrangement of Locomotives as Affected by 
the Gauge ef Railroads. 
BY ZERAH COLBURN. 

There has been within a few years such a gen- 
eral revolution of sentiment in respect to the 
merits of the “wide gauge,” so called, that it 
seems almost useless in most localities to revive 
any discussion upon the subject. Yet there are 
occasionally some schemes brought up wherein 
the entire basis is determined by gauge, in other 
words, a narrow gauge is not needed, and the as- 
sumed objects of the road are such as are contin- 
gent upon a preference for a wide gauge. 


in the width intervening between the driving 
wheels. A space of little ever three feet was oc- 
cupied by two complete engines, with all of their 
apparatus for reversing, and complicated expan- 
sion gear, pumps, etc. It involved the use of 
heavy crank axles, which were very ob- 
jectionable from their weight, cost, friction, dan- 
ger of fracture, and space occupied, vertically, 
laterally and horizontally. It required a greater 
distance between the driving wheels, or a reduc- 
tion in the length of furnace; a difficulty 
in arranging the whole engine on driving wheels 
for purposes requiring the greatest adhesion; it 
involved a bad arrangement fora truck frame, 
and unduly crowded the valve motion. By eleva- 
ting the boiler, the height of chimney was reduc- 
ed, to pass under a given height of bridge, or 
otherwise, the frontage, and consequent resistance 
was increased. But much more than all the rest, 
the height of the boiler became a limit for the 
size of the driving wheels, so that practically but 
a moderate sized wheel could be had, by which 
the reciprocations, and consequently the friction 
and wear of the working parts, were unduly in- 
creased for a given speed, besides the resistances 
of compression, blast, etc., so that high speeds 


There is a case at issue, at the present time, of| were more difficult of attainment, by reason of 


precisely the above description. A proposition is 
made to extend the 6 feet gauge from the New 
York and Erie line to Cincinnati, thus forming, 
through the Obio and Mississippi road, a continu- 
ous broad gauge from New York to St. Louis. 

The advantages of the proposed road are esti- 
mated upon those of a wide gauge and of a con- 
tinuous connection. But, so far, all experience 
has established the superiority of the narrow 
gauge of 4 feet 81¢ inches, as regards application 
of power, and it is demonstrably true that the ex- 
penses of power are the most important in amount 
of the whole expenses of operating railroads. The 
through business between New York and St. Louis 
will be done at a disadvantage upon such portion 
of the distance as lies upon a six feet track, a dis- 
advantage such as should prevent its further ex- 
tension, and which will amply warrant the delay 
and expense of a change at any one or two points, 
from such, to a better and more economical 
gauge. 

In the respect of continuous connections, it is 
easily seen that the local business, and that of 
tributary roads, which must. be the principal re- 
sources of all paying roads, will be taxed with 
double, and perhaps quadruple, the expense for 
breaking bulk, by the interposition of a gauge 
different from that of all the sources through 
which that business must be supplied, than were 
the gauge wniform in Ohio. If all cannot be uni- 
form, it is better that the tributaries be all alike, 
let the outlet be what it may. 

Our present subject is, however, the adaptation 
of the locomotive to the gauge of railroads. One 
of the principal advantages claimed by the advo- 


‘ cates of a gauge wider than that in general use, 


was the better arrangement which could be made 
of the machinery of the locomotive. At about 
the time that this claim began to be urged, the 
locomotive was reaching the height of complica- 
tion, and its plan was such as to impose almost im- 
passible limits to any sensible increase of size and 
power. This plan was such as to place the essen- 


the resistances of the locomotive, than by the re- 
sistances of the train. 

As this general arrangement was objectionable, 
an increase of gauge only made it still more so, 
by allowing an increase of its weight, cost, friction, 
bulk and danger. 

But by a different plan, which has been brought 
into use in this country, and to an extent in Eng- 
land, in cases where the width of gauge imposed no 
limits on the arrangement of the engine, the loco- 
motive has been so much simplified as to adapt it 
so well to the ordinary gauge, as to make any con- 
siderable increase of width decidedly objectiona- 
ble, by impairing the value of the proportions and 
arrangements of the machinery. This plan is that 
of the outside connection, upon which the iargest 
locomotives ever required may be easily construct- 
ed. The capacity of expansion possessed by this 
arrangement is greater than is ever availed of in 
any ordinaly transportation, so that it may be 
well said that it provides for engines of practical- 
ly unlimited power. It has none of the objections 
of the inside connected arrangement and involves 
none peculiar to itself. 

The limit which a narrow gauge imposes upon 
the dimensions of the evaporative apparatus of 
the locomotive is really a useful one. The limit 
to the diameter of the boiler of a passenger en- 
gine, with over 5 feet wheels, is 51 inches for the 
narrow gauge. Very few builders give over 43 
inches, and generally not nearly all of this oppor- 
tunity for increase of size is availed of. The lim- 
it to the width of grate, with ample surrounding 
water spaces, is 45 inches; whereas very few 
builders give over 38 inches. Now it is wholly 
useless to talk of the ‘incapacity of the narrow 
gauge until these limits are generally approached. 

The proportion of a grate of 45 inches width to 
a boiler of 51 inches diameter is not out of a good 
proportion of locomotive boilers, while it gives a 
much greater relative width of grate than is gen- 
erally allowed. With the usual length of locomo- 
tive boilers, and the opportunities for still further 





tial working parts directly beneath the boiler and |extension, a boiler of over 51 inches in diameter 


is not required, and inasmuch as the strength of 
boilers diminishes as their diameters are increased, 


|a larger diameter cannot be considered as safe. 


A boiler 51 inches in diameter is about. one-half 
larger than one of 42 inches, which latteris a 
common size for powerful engines. By the adop- 
tion of the “ elevated crown” upon the fire-boxes 
of modern boilers, and the use of twosteam domes 
in place of one, the water level may be carried 
much higher than formerly, besidés securing 
other important advantages. It is not, therefore, 
difficult to obtain twice‘ or three times, the wsual 
capacity for locomotive boilers, if required, upon 
the narrow gauge. 

There is one important consideration to be re- 
garded, which is, that ky any increase of gange, 
and consequent increase of resistance, the engine 
must be made larger to do a given work, as com- 
pared with the narrow gauge. It is well known 
that no ordinary trains, such as are run upon the 
Erie Railroad, can be worked on that road by en- 
gines such as are used for a similar weight of 
trains on the narrow gauge. The weight of en- 
gines, and business done on the different gauges, 
is sufficient confirmation of this statement. The 
Erie road is not one having extremely difficult 
features, being better off in that respect than the 
Pennsylvania Central, Baltimore and Ohio, West- 
ern, and many other great roads. 

The question of gauge, is one of much impor- 
tance to the interests of railroads, and deserves 
to be intelligently discussed. To say “ intelli- 
gently discussed” would seem to imply forgetful- 
ness of all the discussion which has attended the 
progress of the question in England and in Amer- 
ica, but not to my knowledge, have the mechanical 
merits of the gauges ever been discussed, in any 
stage of the controversy. The question of the 
power necessary to work the respective gauges, is 
the real one of importance, for the power must be 
proportional to resistance, and the chief good of 
railroads is in their reduction of resistance. 
Power is money, the two being mutually converti- 
ble in the operations of transportation. 

The following is an argument which I have pre- 
sented before, in demonstrating the mechanical 
disadvantage of a wide gauge, and its deductions 
are in exact harmony with practical operations of 
the New York and Erie Road. It was given in 
the Journal of November 12th, 1853: 

“The least limit of the width of gauge is that 
which will afford the necessary capacity and in- 
sure the necessary steadiness of the carriages to 
be ased. The most advantageous application of 
the power of draught, is that where the load tends 
to move in the direction in which the power is ap- 
plied. The position of the wheels, or in common 
phrase, the “ tracking of the wheels,” determines 
the direction in which the load tends to move. 
This direction may not be essentially the same as 
that in which the power is applied, in which case, 
the flanges of the wheels are forced against the 
rails and produce much friction, or “ binding.” 
With the truck frame, in almost universal use in 
America, the center pin becomes a fulcrum, upon 
which the wheels turn and adjust themselves to 
the track and to the direction of the draught. 
The distance of the wheels frem this fulcrum is 
the amount of leverage which a resistance on one 
rail has to change the position, or “ tracking” of 



















the’ wheels, and to give the car 

move ina direction out of the tine of traction. 
The atk. moreover, cannot turn beneath the car 
except by ‘slipping the wheels on one or the other 
side, and the wider the truck, the greater is the 
amount of slip and friction in obtaining the same 
angular change of position. 
LS 
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Back Numbers of the Journal. 

Those who wish back numbers of the JournaL 
for binding are requested to order them at once, 
as we shall be able to supply them but a few 
weeks longer. 

We can furnish Bounp Votvumes for any or all 
years complete since 1831—price $5—per year. 

Our Raitway Map in sheets will be sent by mail 
to any address on the receipt of $1.50—price on 
rollers $3.00. 

We have a few copies of Mr. Jounson’s valuat| 
ble work on the Northern route to the Pacific— 
price by mail $1—with maps. 

Stock and Money Market. 

The foreign news is not considered favorable 
for stock operations, and there has been a conse- 
quent decline of 2 or 3 per cent. in most of the 
fancies. The adparent certainty of an European 
war, is calculated to excite a depressing influence 
upon all speculative movements. First class se- 
curities are only slightly affected, and the market 
for bonds appoars to be without alteration. The 
demand is not active, but the market is steady. 
Of.the best secured bonds, considerable amounts 
are constantly finding their way to Europe, which, 
of course, relieves a large amount of capital for 
less current securities. 

The earnings of railroads for February continue 
to show a satisfactory result. As far as received, 
they are as follows: 





1854. 1853. 

New York and Erie........ $345,026 $303,569 
Hudson River............. 160,620 . 126,028 
Michigan Central.......... 90,348 40,045 
Baltimore and Ohio, (main 

stem) .. sie 'wessiesce oe 209,008 99,017 
Cleveland and Toledo... «- 45,172 27,000 
New York and New Haven.. 54,257 49,441 





Evansville, Indianapolis and Cleveland 
Straight Line Railroad, 


The letting of the first general division of 54 
miles of the above road, extending from Evans- 
ville, Indiana, to the crossing of the Ohio and 
Mississippi railroad, took place at Evansville on 
the 15th of last month, and the contractors are 
already upon the work. This road is designed to 
be the great Central line from Buffalo and Cleve- 
land by way of Indianapolis and Evansville; con- 
necting the North with the South by a straight 
line, through Indianapolis, Evansville, Henderson, 
Paducah, and Memphis, to New Orleans; and 
also by a line from Evansville and Henderson to 
Nashville, Tenn., and the railroads radiating from 
that place. The work is in the hands of energetic 
and experienced men, resolved to put it through 
at the earliest possible day. The subscriptions of 
the cities and individuals on the line, are, we 
understand, large; upon which the company are 
preparing bonds to a limited amount, to aid in the 
rapid construction of the work. Although this is|P 


a tendency to | 
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Cape Cod branch........... “ | 28] 421,295 171,800 683,906] 60,743] 30,056, 2 | 40 
Connecticut River... ....... «| 9! 1,691100| 193,600] 1,801,946] 229,004) 72,028 6 | 55 
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New Bedford and Taunton... “ | 20| 500 ‘000 none. 520,475] 164,230) 48,950, 7 |117 
Norfolk County .... ......... “ |-26 547,015 819,743) 1,245,927| 67,251) 23,415)none| 68 
Old Colony... .... .see sees: « | 45] 1,964,070 282,300] 2,298,534] $74,897) 122,816|none| 984 
Taunton Branch............ ** | 12} 250,000) none. 807,186} 137,406) 24,399) 8 |.... 
Vermont and Massachusetts.. “ | 77| 2,140,536) 1,001,600) 3,203,383] 218,679] 18,648\none| 21% 
Worcester and Nashua....... | 46) 1,184,000} 171,210) 1,821,945] 162,109) 66, 4 | 59 
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Cayuga and Susquehanna.... ‘“ | 85) 687,000 400,000) 1,070,786; 74,241) 28,496\none).... 
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Hudson River.. sees  “ |144) 8,740,615) 7,046,895/10,527,654/1,068,659| 838,788)none; 69 
Harlem .............0. 0+. “ [180] 4,725,250) 977,463) 6,102,985) 681,445) 324,494, 4 | 564 
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Morris and Essex........... “ | 45) 1,022,420) 128,000) 1, 220, 825 "149,941 79,252, 7 |.... 
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New Jersey Central........ . © | 68] 986,106) 1,600,000) 2,379,880; 260,899) 124,740) 3 |.... 
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“Phe perfection of the Locomotive is an object 
not confined only to mechanics and engineers ; it 
affects the financial prosperity of railroads every- 
where. The adaptation of locomotives is one of 
the most important parts of the system of railroad 
management, because “ power is money,” and is 
available in this conversion in proportion as it is 
made effective. It is with these views that the 
Journal has devoted so much space to discussions 
relative to the locomotive, in all of which, it has 
endeavored to present correct principles as the 
basis of improvements. In the mechanical struc- 
ture of the machine, we have many examples of a 
very high degree of perfection, but in the adapta- 
tion of engines to the business and physical fea- 
tures of our railroads, there is yet ample room for 
improvement, and to such an extent as sensibly to 
increase the profits of railroad business. In the 
view of the greatest part of the management of 
railroads, the system is perfect, and this most er- 
roneous opinion is one of the greatest difficulties 
in the way of improvement. We know, from di- 
rect observation, that, generally, the roads doing 
the most unsatisfactory business, are stocked with 
the most inefficient motive power. The great se- 
cret of economy in the operations of all of our 
great freight roads, has been in the adaptation for 
which we contend. The most successful builders 
have appreciated these principles and established 
their system of engines, and their engineering re- 
putation also, upon their application. Read the 
card of M. W. Baldwin & Co., who are now adver- 
tising in this paper, and note the expression of 


engineering principles contained therein. Mr. Wi-| 


nans, long since established asimilar system, and this 
system of engines introduced by these builders, is 
that under which the Baltimore and Ohio, and 
Reading Roads now conduct their freight trans- 
portation at such notoriously low rates. It has 
enabled them to carry maximum trains at low 
speeds, which has beep the entire means of their 
brilliant success in that branch of transporta- 
tion. 

In considering the proportions of locomotives, 
we take the weight of steam expended in a given 
unit, as a standard of comparison. With some 
engineers, this unit is one of time, say one hour, 
but for freight engines we make it oneof distance, 
as one mile. The weight of steam is proportional 
to the product of its volume and pressure. The 
standard of distance is always the same, that of 
time varies with the speed accomplished. 


The only object of speed on railroads is accom- 
modation; it is certainly not economy. Heavy 
freight pays no better if carried at thirty miles an 
hour than at fifteen, while the cost of carrying at 
the former speed would be more than doudled, in 
cases where the usual trains were up to the capa- 
city of the engines. 

Now the most economical proportion of a loco- 
motive, is that which will not permit of being run 
at anything above an economical speed. And to 
this would have to be added a strict supervision 
upon the enginemen, that they should not carry 
such pressure of steam as to exceed that 
speed, for an engine with small wheels may injure 
the road, and wear itself more, at a speed higher 
than thatat which it was designed to be run, than 
another engine designed for a higher speed. 

Those proportions which, with a given pressure, 


are of chief importance in determining the speed 
of locomotives, are the length of stroke and size 
of driving wheel. As the stroke is lengthened, 
and driving wheel reduced in size, the velocity is 
diminished, while the tractive power is increased. 
Hence, the large cylinder and small wheel 
require but little larger boiler, as more dime is 
given to generate, with the same boiler, the in- 
creased quantity of steam. This is the reason 
why the Baltimore amd Philadelphia freight en- 
gines have so small boilers, as compared with 
their expenditure of steam per mile, and why 
they always furnish an abundance of steam. Their 
present allowance of boiler room is indeed so 
ample, that enginemen, out of the reach of super- 
vision, can easily raise such a pressure of steam 
as to run these engines at injuriously high speeds, 
for which they were never,intended. The engines 
in use on the Baltimore and Ohio road, are gene- 
rally worked at a lower pressure than on most of 
the northern freight roads, a custom which, what- 
ever may be its economy, shows that the necessa- 
ry pressure on the piston is maintained with a re- 
duced pressure in the doiler. 

The economical speed of freight trains is a sub- 
ject to which railroad companies must direct their 
most serious attention, as it involves the profit of 
much of their business, and affects the general 
value of railroads, as facilities for communication. 


And contingent upon the determination of the 
speed, should be the proportions of locomotives 
designed for that speed. 





The Air Line Railway to Montreal--Con- 
tract for the Missisquoi Road Executed. 
At a meeting of the Directors of the Missisquoi 

Railroad Company held at Island Pond on Tues- 
day last, contracts were executed with the emin- 
ent and wealthy firm of Gzowski & Co., for build- 
ing the entire line from Island Pond to Montreal. 
An amalgamation of the Canadian and Vermont 
Companies has been effected, and the Missisquoi 
road or that portion of the line lying within the 
State of Vermont, has contracted with the Mont- 
real Junction Railway Company of Canada, to 
lease its road for the term of 999 years, so that 
by the terms of agreement between the two Com- 
panies, their interests are made one, and the en- 
tire line thus consolidated, or amalgamated, is 
under contract on terms that secures its com- 
pletion. 

The firm of Gzowski & Co., is composed of 
Messrs., A. T. Galt, M. P., Luther H. Holton, D. 
L. McPerson, C. 8. Gzowski, Esqrs., names well 
known to the business men of Portland, whose 
eminent ability and high character are a guarantee 
of success to any enterprize in which they may 
choose to embark. 

The contracts with this firm embrace the entire 
cost of construction, including land damages, sta- 
tion houses and equipment, from the Terminal 
Station of the Grand Trunk Railway at the Vic- 
toria Bridge at Montreal, to the Depot at Island 
Pond, a distance of about 100 miles. This line 
shortens the distance from Montreal to Portland 
40 miles, over the present line, by the way of 
Sherbrooke and Richmond. and is more favorable 
also, in point of grades and curvature. 

Messrs. Gzowski & Co. are building that portion 
of the Grand Trunk Railway from Toronto to Port 
Sarnia, and it is understood that their present 
contract for this short line to Montreal, is made 
with the hearty approbation of the Grand Trunk 
Railway. 

Mr. Galt, in company with the Hon. Francis 
Hincks, sails from New York by the Baltic, on Sat- 
urday next. 

About sixty miles of this line are within the 
limits of Canada,. and 40 miles in Vermont. To- 
ward the Canadian portion, municipal subscrip- 
tions have been obtained exceeding $500,000, and 
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some private subscriptions are already made in 
Montreal. 

The President of the Canadian Company, is the 
Hen. John Young, of Montreal, and Hon. Homer 
E. Royce of Berkshire is at the head of the Ver- 
mont Company. 

The importance of this enterprize to Portland, 
and in fact to the whole State, is now fully appar- 
ent, and we intend to speak further of it, in this 
view, at an early day.—Stlate of Maine. 





Freight Tariff of the New York and Erie 
Railroad. 

The construction of a freight tariff for railroad 
transportation, involves a great amout of labor, and 
of general examination of the nature, weight, bulk 
and risk of the articles to be carried. For the 
assistance of companies, engaged in framing, or 
revising freight tariffs, we give herewith a care- 
ful abstract of the conditions and charge of freight 
transportation, on the Erie Railroad, and of the 
estimation and classification of! freight. At the 
conclusion, we shall append some deductions of a 
general nature, having a relation to the subject. 
New York and Drie Railroad Freight Tarif— 

Adopted September-12th 1853, 
CONDITIONS, 


The business of the Freight Department of the 
Corporation, is to carry Property that is properly 
the subject of transportation in Freight Cars. 

The Corporation will not, however, receive or 
carry on any Train, any Bank Bills, Drafts Notes, 
Deeds, Contracts, or other Writings, or be respon- 
sible for their loss, E 

No Conductor or other Agent of the Corporation 
is authorized to take charge of Rank Notes, Money, 
or other valuable Papers or Packages. 

No Gold or Silver Coin, Bullion, or manufactured 
Articles of Gold or Silver, Jewels, Watches, Pic- 
tures, Plated Articles, Glass, Silks or Lace, will be 
carried by the Corporation, for the loss of which 
it will be responsible, unless with such Articles, 
when delivered, is also delivered a Memorandum 
in writing, stating the character and kind of Articles 
and their value, and unless a proper extra price 
for the carriage and responsibility of such Articles 
be paid. 

Gunpowder, Friction Matches, and the like 
combustible Articles, will not be taken on any 
terms, and if found secreted, or among other 
Goods, they will be forfeited or destroyed, and in 
case of damage the Shipper or Consignor will be 
held liable therefor. 

Articles will not be received for transportation 
unless properly Packed in suitable Casks, Boxes, 
Bales or Packages, and such must be well and 
clearly Marked, with the name of the Consignee 
and of the Station where they are to be delivered. 

Goods in Bundles will not be considered as pro- 
perly Packed, and will not be received on any 
terms. 

No allowance will be made for deficiency of 
Lemons, Oranges or other Fruits in Boxes, Baskets 
or Barrels, unless the same are well covered with 
canvass, and clearly Marked. 

The Corporation will not be responsible for 
Property unless duly receipted for by an authorised 
Agent, and the destination of Property cannot be 
changed after Shipment. 

The Corporation will not be responsible for 
Damages occasioned by delays from Storms, Acci- 
dents, or unavoidable causes, or by decay or injnry 
of Perishable Articles, or for injury to Property 
produced by frost, heat, or the elements, 

Perishable Property must always be prepaid. 

The Corporation will only be liable as Ware 
Housemen for Property while in their Store 
Houses, reserving the right to charge storage or 
send to store all Property not taken away within 
48 hours after arrival. 

In New York, all produce and other commodities 
must be removed from the Boats and wharf within 
24 hours after their arrival. 

When receipts are required, duplicates ready 
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All articles will be at the risk of the owners, at 
the several Way Stations and Platforms where 
Depot buildings have not been established by the 
Corporation, from the moment such articles are 
delivered as directed or marked; or until taken 
into cars, as the case may be. 

No separate article or parcel, however small, 
unless forming part of an invoice will be taken for 
less than 100 Ibs., and if part of an invoice, for less 
than 50 Ibs. 

Invoices not amounting to 25 cents at regular 
rates will be charged 25 cents. 

When articles are designed after transportation 
upon this Railroad, to be forwarded by some other 
corporation or an individual to their final destina- 
tion, the duplicate reteipt furnished by the con- 
signor must specify the same and the articles be 
marked accordingly. This Corporation will not 
be responsible for such articles after they are so 
delivered. 

Stoves, Stove Plates and Furniture, and other 
light castings, and machinery of all kinds, will 
only be taken at owner’s risk as to breakage. 

One day only will be allowed for loading and 
nnloading cars, unless a special agreement to the 
contrary be made in writing, and whenever a car 
is suffered to remain loaded for 24 hours, unless 
otherwise agreed, it will be at the option of the 
Corporation to unload the car and charge the 
classified rate without any deduction, or to charge 
for the the use of the car while standing loaded, 
at the rate of $1,00 per day. 

Locomotive Engines and Tenders will be drawn 
at 80 cts.per mile in Freight Trains, in all cases. 
Passenger cars at 2 cts. per wheel per mile. 
ru and Baggage Cars at 1 cent per wheel per 
mile. 

Pig Iron, Gypsum, mineral Coal, Brick, Building 
Stone, Firewood, Posts and Rails, Clay, Sand, 
Lime, in bulk, and Manures must be loaded and 
unloaded by the owner. Should the Corporation, 
for their convenience in any case, choose to do the 
loading, then 10 cents per ton will be charged in 
addition ; and for unloading under such circum- 
stances, a charge of 10 cents per ton will also be 
made. 

Freight delivered at side Tracks or Turnouts, 
will be acounted for as it tallies or weighs into the 
cars by the Corporation’s Agent at the point where 
it started. 

Freight taken from side Tracks or Turnouts, 
where the Corporation has no Agent, will be ac- 
counted for as it weighs or tallies out from the 
cars at the point of delivery. 

Freight destined for Stations where the Corpo- 
ration has no Agent, must be prepaid. 

No article that the Agents of the Corporation 
do not consider worth the charge for Freight at 
forced sale, will be taken unless the freight on 
the same is prepaid to the Agent to whom it is 
delivered. 

Articles in the Third or Fourth Class will be 
taken at the convenience of the Corporation. 

_ This Corporation will not be accountable for the 
breakage of Glass, Glass Ware, Looking Glasses and 
Marble, or for damages to the hidden contents of 
packages, or for breakage and bursting, or by im- 
roper packing, or for loss of Nuts and Shot shipped 
in bags, nor for any deficiency in Dry Goods, Boots 
Shoes, Hats, Caps, and Straw Goods, unless the 
packages are properly strapped and sealed, when 
shipped. 


Articles enumerated below, will be estimated to 
weigh as follows : 

Carriages of all kinds will only be carried at 
owner’s risk. 

The character + denotes articles which in the 
classification of freight are specified to be carried 
by estimated weights. 

+Stage Coaches, Omnibusses and very large 
Wagons or Sleighs will be rated at 5000 Ibs. each. 

+A two-horse Carriage, Hack, Wagon or Sleigh, 
not boxed, will be rated at 3000 Ibs. 

+A one-horse Buggy, Chaise. Cab, Cart, Gig, 
Geiben, or Sleigh, not boxed, will be rated at 2006 
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for signing, must be furnished by the consignor.| Carriages, when well boxed, double weight, at 


Owner’s risk. 

But if the owner of the carriage, &c., or his 
agent, shall load the same and assume the risk of 
any arrising from exposure, fire, weather, 
chafing, or any other injury that.may arise from 
imperfect packing, then the price to be charged 


will be Second Class Rates, at the above estimated 


weights. 

Common Wagons and Carts, when sent five or 
more together, taken to pieces and closely packed, 
will be rated at actual weight. 

Wood work of New Lumber Wagons or Carts 
not ironed, packed, in lots of five or more at one 
time, will be taken at actual weight. 

+Household Furniture will be taken at owner’s 
risk, well boxed, and at estimated weights, as fol- 
ows: Sofas, 700 lbs.; Mahogany and Rosewood 
Bureaus, boxed, 500 Ibs.; Mahogany Bedsteads, 
800 Ibs.; Mahogany Tables, 400 Ibs. : Mahogany 
Washstands 300 Ibs: Mahogany Chairs, 100 lbs.; 
Shower Bath, 300 Ibs.; Common Chairs, Toilet Tab- 
les and Washstands, 50 lbs.; Common Bedsteads 
and Tables, 100 Ibs. 

+Flour, 200 Ibs: ; Beef and Pork, 320 Ibs. ; Salt, 
300 Ibs. ; per bbl. ; Apples and Potatoes, 150 lbs. 
per bbl., and 50 lbs. per bushel in bags or baskets ; 
Mackerel and Shad, 320 lbs. per bbl. 

Wheat, 60 Ibs.; Rye and Corn, 56 Ibs ; Barley, 
48 lbs.; Buckwheat, 45 Ibs. ; Oats, 30 lbs. ; per 
bushel. 

Packages of Butter wei;hing less than 50 Ibs., 
will be rated at 50 Ibs. each. 

+ Charcoal, in bulk, if dry, at 14 lbs. per cubic 
foot, or 23 ibs. per bushel. 

en entirely unwrought, 4000 lbs. per cubic 
yard, 

No allowance will be made for damage to any 
article, unless notice thereof is given before it is 
received by the Consignee. 

All articles, the bulk ef which renders it:neces- 
sary to be shipped in open Cars, will be taken by 
special contract as to price and risk of damage, 
and the contract must be in writing. 

All property will be subject to a charge for nec- 
essary cooperage. 

A Statement of the rates of Storage, Conditions, 
and manners of receiving and shipping goods and 
merchandize, may be seen on application to the 
respective Freight Agents at the several Stations. 

The Corporation reserve the right to change any 
of the above rates, classes, or conditions, at their 
pleasure. 


{a Terms, cash on delivery. 
Rates oF Tout in Cents per 100 Pounps. 
Rates between 


Names 5 New York and 
9h several Stations. 
of ae 

2 ¢4 4% 
Principal Ae’ 4 23 c 
Freight Stations. Bi: ahs wae 
.S ea. &.. 9 ~ 
Lal N oo = 

Miles. 
Pier, (barges to N. Y.)... 24 1G!" G6. 34 
Po ee errr ae 25 14° FES 9° 37 
BUMMER. 2000 cecigieecRcdre 413% 17 14 ll 8 
PeIMOTS, 6.00 cc cove cnens OF 21 16 18 10 
MOOG 6c vo cc chn0.0m4e 591g 21 17 13 10 
Cente «cna neds 0909, 90°¢ 62 ,22 17 18 10 
N@WDUIG . 2:04, 0000.00 sece.c, oe 26 20 15 12 
CREAR, . 6.00 cece cies gece 65 22 18 14 10 
CONROE ccccusle inde 6946 23 18 14 ll 
Middletown ...........- 76% 24 19 15 11 
| SR, 29, 22. 37 18 
Narrowsburg .........-.182 386 28 21 16 
BIOROBEE, o.p.00. case. cece ance 1864 46 36 27 21 
Susquehanna ...........202 50 38 28 22 
Binghampton...........2244 54 41 81 24 
Owego..............---24636 58 45 33 26 
Elmira............-.---288 66 50 387 29 
Corning.............--- 800% 69 53 389 31 
Hornellsville ...........34144 77 59 48 384 
Cuba .... cece cece sees. 09254 88 67 48 38 
a... ... ne one 
Dunkirk ....... ..+. ««-. 46944 100 75 55 40 


————— 
# Dunkirk and 
Names E several Stations. 
a 
8 SAO 
of 

es 4 3 a 2 
Principal Stations. bi 1B ee re 
4a aS & 

Miles. 
Olean.... ..0. .s.-. eee. 6446 24 19 14 10 
Cade canto cicdk Sie 27 21° 16 11 
Hornellsville............12734 87 28 21.16 
Corning................1684% 45 84 26 19 
Elmira..............-..18644 48 87 27.21 
Owego... .............2893¢ 56 42 81 24 
Binghampton...........244% 60 46 33, 26 
Susquehanna...........26734 65 49 35. 28 
Deposit ............-...28234 68 61. 87.29 
Narrowsburg............337}4 79 60 48 34 
Delaware .............-37144 85 65 46 37 
Middletown ..........-.392 90 68 49 38 
Goaiey sisi. Kasia bores 89934 91 69 49 39 
Chester isis ese cece eee 40444 92 70 60 39 
Newburg....... .. - 96 73 652 40 
GURNG aii ic ete 407144 93 70 650 40 
Mentee:. iiices Seca 40934 93 70 50 40 
Turner's ...4124% 94 71 51. 40 
Suffern se cece ee -427% 97 -78 52 40 
Piermont...............44444 99 75 64 40 
Pier ............+. cece - 44044 99 16.04 40 
New York..............46944 100 75 55 40 


From November 1st, to April 15th, Ten per cent. 
will be added to these rates. 


ENUMERATION AND CLASSIFICATION OF ARTICLEs. 

All articles not enumerated will be charged 
first class rates. 

This character + refers to articles carried at 
estimated weights. 

This character * refers to articles in the Third 
Class which are carried at Fourth Class Rate, in 
specified quantities. 

First Class. 

Apples, green. 

Baskets, double weight, Batting, coiton, Blinds 
Berries, Bonnets, Books, Boots and Shoes, Bread 
Brushes and Brooms, Buffalo Robes, Bacon, loose, 
Beeswax, Beans and Peas, green, Bottles, empty, 
Boxes and Barrels, empty. 

+ Cabinetware, boxed, at owner’s risk, Codfish, 
in bundles, Candies, in boxes, Cards Cotton and 
Wool, + Chairs, boxed, Cotton waste, in sacks or 
bales, Copper and Brass vessels, Carpetings, Cig- 
ars, Cigar Boxes in cases, ¢ Carriages, well boxed, 
owner’s risk, Clocks and Weights, Cradles and 
Baskets, double weight, Cork, Covers and Sieves, 
Cocoa Nuts, f Cattle and Calves, Caps, Cassia, 
Cultivators, Camphene, at owner’s risk of 
leakage. . 

Dry Goods, boxes and bales, Drugs, in boxes, 
Demijohns, empty, double weight, Deer Skins, 
loose in bundles. 

Feathers and Furs, owner’s risk, Furniture, old, 
loose, 1500 Ibs. cart load at owner’s risk, Fruit, 
green, at owner’s risk, Figs, Flax, in bales, cover- 
ed, Fish, fresh, at owner’s risk, + Furniture, new 
well boxed, Fowls, in coops, one and a hah 
weight. 

Game at owner’s risk, Garden Seeds, Glassware 
at owner’s risk of breakage, Grapes, Glass, wia- 
dow, over 12 x 20, owner’s risk. 

Hair and Moss, upholster’s, in sacks, Hats and 
Caps, Harnesses and Saddles, Hams, loose, + Hogs 
and Pigs, Hollow ware, Honey, + Horses and 
Mules. : 

Indigo, 
breakage. 

Lemons and Oranges, packed, Looking Glasses, 
owners’s risk of breakage, Leather, loose, going 
West, + Live Stocks of all kinds. 

Machinery, well boxed, at owner’s Marble, 
wrought, at owner’s risk of bre , Mats and 
Rugs, Measures. and Tubs, in nests, Medicines, 
owner’s risk, Musical Instruments, Moss, in sacks, 
Muskets, and other fire arms, Melons ond Cucum- 
bers at owner’s risk. 


Ink, in boxes, at owner’s risk. of 





Nuts, in bags. 
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bales, Paper Ty; ? ] 
prepaid, at owner's risk, Pianofertes, 1,200 Ibs., 
owner’s risk, + Pigs, Peltries, Ploughs, Pumps, 
Pine Apples, at owner’s risk, Porter and Ale, in 
glass, Plaster Paris Casts, owner’s aisk, Poultry, 
at owner’s risk, Powder, not taken under any cir- 
cumstances, 

Quinces, at owner’s risk. 

Ra 


ttan. 

Saddlery, Scale and Scale Beams, + Sleighs, 
well boxed, Shingles, loose, + Sheep and Lambs, 
Soap, fancy, Soda Water, Spirits of Turpentine, 
at owner’s risk of leakage, Stove Pipe, Stove 
Furniture, at owner’s risk, Stoves, mounted, at 
owner’s risk, Straw Goods, Stove Plates, at 
owner’s risk, Starch, Sweet Potatoes, Spices, 
ground. 

Tinware, Trunks, Trees and Shrubbery, at 
owner’s risk, Toys, boxed, Tea, Twine. 

Umbrellas, boxed. 

Veneering, Varnish, Veal and Lamb, dressed, 
at owner’s risk, Venison, at owner’s risk. 

Waggons, children’s, double weight, Waste, in 
sacks or bales, Wine, in boxes or baskets, Whips, 
boxed, Wadding, Wicking, Waggons and Carts, 
common, in pieces, Wheelbarrows, Whalebone, 
Wooden ware, Wool, in sacks, going West, Willow 
ware, double weight. 

Yarn. 

Second Class. 


Alcohol, in bbls., Ale and Beer, in casks, Axes, 
Axletrees, iron, not car axles. 

Bacon and Hams, in casks, going West, Bags and 
Bagging jin bales, Bells, Brimstone, Beef, fresh, at 
owner's risk, + Beef, salted, in bbls., going West, 
Blankets, in bales, Burlaps, Binder’s Boards, 
Broom Corn, pressed in bales, Boilers for engines, 
Brandy, Gin and Rum, in wood, Bulk Meat, But- 
ter, Beans, in bags or bbls. 

Cannon, Canvass, Candles, Cranberries, Carts 
and Waggons, common in pieces, closely packed 
in lots of five or more, Chair and Turned Stuff, 
Clover Seed, Coffee, Copper, plate, sheet ahd bolt, 
Copper, pig, wire, rods and nails, Crockery, boxes 
and bbls., Currants in bbls. or casks. 

Deer Skins, closely packed in bales, Domestic 
Shirtings, and Sheetings, in bales, Dried Apples 
and Peaches, Dried Fruits, Domestic Woollen 
Goods, going East on manufacturer’s account. 
Drugs and Dyewoods, in bbls. or bags. 

s, at owner’s risk, Earthen and Stone ware. 

Fish, pickled, dried, salted or smoked, Flax or 
Grass Seed, Forks, Hay and manure. 

Glass, window, under 12 x 20, owner’s risk, Glue 
and Gum, Groceries, not enumerated in other 
classes, Grass Seed, Gunny Bags. 

Hair, Saddler’s and Plasterer’s, Hardware, 
Hops, Hemp, in bales or bags, at’ owner’s risk, 
Hoofs and Horns, Herrings, in boxes or kegs, 
Hides, dry, less than 100, Hoes, Hay and Straw, 
pressed in bales. 

Iron’ Safes, Irom, hoop, band and sheet 

Lead, in pipe, bars, pig and sheet, Leather, in 
rolls or boxes, Liquors, in casks or bbls., at 
owner’s risk of leakage. 


Moss, in bales, Mahogany and other Foreign 
Wood of value, Marble, unwrought, in slabs, at 
owner’s risk. 

Nuts, in bbls., Nail Rods. 

Oakum, Oil Cloth, Oils, at owner’s risk of 

, Oysters and Clams, in shell, at owner’s 
risk, prepaid. 

Paints and Dye Stuffs, Paper, Printer’s, Paper 
Hangings, in boxes, Pasteboard, Pickles and Cu- 
cumbers, in casks, Pork and Mutton, fresh, at 
owner's risk, + Pork, salted, in bls. going West, 
Peas, in bags or bbls. 

Rope, Rags, at owner’s risk of fire and wet, 


‘Rice, Raisins. 


Straw Paper, Scales and Scale Beams, boxed, 
Scythes and Snaths, Shot, in bags, Saleratus, 
, common, in boxes, Sheep Skins, in bales, 

and Zinc, in pigs, Stoves and Stove Plates, 


by the car load, on manufacturer's account, at} 


Tobacco, in bales, Tow, pressed, Type, Tobacco; 
manufactured, egg beta 
Water, mineral, Wood, in shape, Wool, pressed 
in bales, Wines, in casks or bbls., at owner’s risk 
of leakage, Whiskey; going West, at owner’s risk 
of leakage. 
Third Class. 


Acids, Pyroligenous, in casks, * Anchors, An- 
vils, * Ashes, dry, house and leached, * Ashes, 
Pot and Pearl, Axes, going East on manufacturer’s 
account. 

* Bacon, in casks, * Bleaching Powders, in casks 
or bbls., * Bacon, in casks or boxes, going East, 
** Beef, salted in bbls., going East, * Bark, Tan- 
ners, Bones, * Bran or Feed, in bags or bls., 
*Brick or Building Stone, to Pier only, * Burr 
Blocks, * Barilla. 

+Charcoal, to Pier only, Cheese, in boxes or 
casks, at owner’s risk of weather, Cider, * Clay, 
Marl and Sand, to Pier only, *Coal, Mineral, to 
Pier only, Codfish, in hhds. and boxes, Crockery, 
crates and hhds., Copper, Ore, * Cotton, in bales, 
* Cement, in bbls, * Chain Cables, Copper in boxes, 
* Chalk, * Car Wheel and Car Axles. 

Dye Wood in sticks, Domestic Cotton Goods, on 
manufacturer’s account going East. 

* Earths and Manures, to Pier only. 

t* Fire Wood, Posts and Rails, * Flour or Meal, 
in bags, ' Flour and Meal, in bbls. 

t* Grain of all kinds, in bags, *Grain of all kinds, 
in bbls., “Gypsum, Guano, Grindstones. 

Hemp, Manilla, in bales, Hemp Yarn, in reals, 
* Heading and Staves, Hides and Skins, green, 
Hides, dry, in bales, Hog’s Hair, in bales, * Hoops, 
and Hoop Poles, owner to load and unload. 

*Iron, bloom, bar, scrap, pig, boiler, and rail- 
road, * Iron Castings, plain and heavy, not machi- 
nery, * Iron Ore, 

* Junk, Joiner’s Work. 

* Lard and Lard Oil, in bbls. and kegs, * Lath, 
actual weight, *Lead, in pigs or bars, going East, 
Leather, undressed, in boxes or rolls, going East, 
* Lime, in bbls. or casks, * Lime, in bulk, Loco- 
motive Engines. 

*Mill Stones, Molasses, *Marble and Stone, un- 
wrought, in blocks, Mahogany, in log. 

* Nails, Spikes and Bolts. 


Oars, at owner’s risk, to Pier only, owner to load 
and unload, * Oil Cake, in casks. 

*Plaster, '*Pork and Beef, salted in bbls., 
going East, t* Potatoes and similar roots in bags 
or bbls., * Pitch. 


Railroad Cars, * Rosin, Rigging. 

* Salt, Saltpetre, * Soda Ash, * Shingles, in 
bunches, actual weight, Starch, in bbls., on ma- 
nufacturer’s account, Sugar, hhds., bbls. and box- 
es, Shot, in kegs, *Steel, in boxes, bundles or bars, 
Steel Springs, going East on manufacturer’s ac- 
count, Sumac, '* Stone, unwrought. 

* Tallow, in bbls, *Tar, Tin, * Tobacco, in 
hhds. or boxes, unmanufactured, Tobacco manu- 
factured, going East. 

Vinegar. 

* Whiting, * Whiskey, going East, Wire. 

* Zinc, in casks. 


Fourth Class. 


Anchors, 10 tons, Ashes, leached, 10 tons, 
Ashes, Pot and Pearl, 10 tons. 

Bacon and Hams, in casks, 10 tons, t Beef and 
Pork, salted, in barrels. 10 tons, Burr Blocks, 10 
tons, Barilla, 10 tons, Bleaching Salts, 10 tons, 
Bark, ground, in bags or casks, Bark, Tanner’s, 
10 tons, Brick and Building Stone, to Pier only, 
owner’s to load and unload, 10 tons. 

Chain Cables, 10 tons, Chalk, 10 tons, Coal, 
Mineral, 10 tons, to Pier only, Cement, 10 tons, 
Clay, 10 tons, Car Wheels and Axles, 10 tons, 
Cotton, in bales, 10 tons. : 

Earth and Manure, 10 tons, to Pier only. 

+ Flour, 100 bbis., Flour, in bags, 10 tons, Fish, 
salted, in bbls., 25 bbls., tFirewood, 10 tons, to 
Pier only, Feed, in bags, 10 tons, Feed, in bbls., 
100 bbls. 





+Grain, in bags, 10 tons, Grain, in bbls., 100 








sum; Guano, 10 
10 tons 


Heading and Staves, 10 tons, H dH 

Poles, 10 tons 2 com aiga 
ron, pig, scrap, bloom, bolt, shapes 

boiler ‘and ‘railroad, 10 tons, Iron Ore, 10 tons, 

— Castings, heavy, not liable to damage, 10 
s 


Junk, 10 tons. 

Lime, in casks, 10 tons, Lime, in bulk, to Pier 
only, owner to load und unload, 10 tons, t Lumber 
under 26 feet long, to Pier or Newburg, 10 tons, 
Lath, 10 tons, Lead, pig and bar, 10 tons, Lard 
and Lard Oil, in bbis., 10 tons. 

Marble, unwrought, in blocks, 10 tons. 

Nails, 10 tons. 

Oil Cake, in casks, 10 tons. 

+ Potatoes, in bbls., bbls., Pitch, 25 bbls., 
Plaster, 10 tons. owner to load and unioad, Posts 
and Rails, 10 tons, owner to load and unload. 

Rosin, 25 bbls. 

Spikes, common, ship and railroad, 10 tons, 
t Stone, unwrought, 10 tons, Steel, in boxes, 10 
tons, Sand, 10 tons, to Pier only, | Salt, in bbls. 
or bags, 10 tons, Soda Ash, 10 tons, Shingles, 10 
tons, Shooks, 10 tons. 

Tallow, in casks, 10 tons, Timber under 25 feet 
long, 10 tons, Tobacco, unmanufactured, 10 tons, 
Tar, 26 bbls. 

Whiskey, 10 tons, Whiting, 10 tons. 

Zinc, I0 tons. 

Rates ror Hives anp Sore Leatuer. 

Dry Hides sent from New York, and Sole Leath- 
er sent to New York, when taken in quantities of 
100 or more Hides or Sides, at one time, will be 
charge by the piece as follows : 

Shippers of Hides and Leather are reqnired to 
mark each Hide (dry) or Side of Leather with 
paint or brand. This rule is found necessary to 
avoid errors in delivery. 


Per Side Per Hide 
From and to to N. Y. from N.Y. 
Snffern and all stations be- 
tween Suffern and New 
Hampton.............. 38 4 
Middletown ..........+.. 3} 4} 
DIGURWERS oncs ccc ccccscces OF 4} 
Narrowsburgh............ 4} 5t 
BPE. none 0000 a5ce c.cope 54 7 
Susquehanna ............ 6 8 
Binghamton.............. 6 8 
a 8 
TUE wines s0.ck nev ccceee. oe 94 
NIN cave Stee onee cesecs 7k 10 
Hornellsville ............. 84 11 
eae 12 
Ae 123 ° 
DBO ono 5 uh0.ceseo0nes., 2A8 13 


RATES FOR WELL SEASONED PINE .AND HEMLOCK 
BOARDS AND PLANK NOT MORE THAN 26 PEET 
LONG, PER M. FEET, B. M. IN LOTS OF 10 TONS 
OR MORE, AT ANY ONE TIME. 


If only partially seasoned, 10 per cent., and if 
green, 20 per cent. will be added to these rates. 
For pine and hemlock logs and timber not more 
than 25 feet long, fifteen per cent. will be added to 
these rates. 

Owners to load Owners to 
and the RR Co. load and 


to unload. unload. 

3 8 

° ° 

a z 

5 3 

: o 

“ a 
From Dunkirk............ $8 80 $8 52 
CTE usisesiec0se ceive 7 70 7 42 
(S.C cig dee veescde 4 a 7 16 
‘© Hornellsville......... 6 43 6 16 
“ Corning........ «see. 5 50 5 22 
“  Elmira.. .oe.- 5 50 5 22 
Owego...........0.. 4 84 4 56 
“ Binghampton........ 4 40 412 
** Susquehanna........ 4 01 3 74 
ss Deposit.... eeee ee eee 8 57 8 30 


To determine the contents of each car when 
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loaded with | jumber, it will be measured by solid 
or cubic feet. Each cubic foot will be estimated 
to contain 10 superficial feet or B. M. In all 
cases, where lumber of different lengths is loaded 
promiscuously on the same car, the whole load 
will be estimated to be of the length of the longest 
on said car; but when loaded separately, the ac- 
tual dimensions of each length will be taken. 
Planed lumber, joist, scantling and plank, exceed- 
ing two inches in thickness, will be estimated to 
contain eleven feet B. M. to each cubic foot. 


In quantities less than a car “oad, will be taken 


at the following estimated weights, at first class} 


rates: 


+1 Horse or horned animal will be rated 2,000 Ibs. 

+2 Horses or horned cattle " 3.5 00 ‘ 

+8 Horses or horned cattle “ ** 5,000 

+(Any excess over 5,000 Ibs., and less than a car 
load, at actual weight. ) 

+Calves not more than three months old. .150 Ibs. 


td 


: cc 

On Norway or Yellow Pine, not more than 26 pee: Fa roe 2 

feet long, from and to Stations ‘named i in the above +Pigs ca vss : sire coee Coeereece voce ve 195 * 
table, 38° per cent. will be added to the stated 


rates in said table. 

Lumber of all kinds, not more than 25 feet long, 
headings and Staves, shooks, Tanners bark, shin- 
gles and hoop poles, ‘(which must be tied up in 
bunches, ) i in quantities of 10 tons or more, to or 
from stations not named above, will be taken at 
fourth class rates, to be loaded ‘and unloaded by 
the owner, and estimated to weigh as follows: 

+Firewood, posts and rails, if dry, at 4000 Ibs. or 
if green, at 4500 Ibs. per cord. 

+Tunner’s bark, if dry, at 2000 Ibs. per cord. 

+Pine and hemlock boards, planks and scantling 
if well seasoned, at 2500 Ibs. or if not well season- 
ed, at 2750 lbs.; if green, at 3000 lbs. per M. feet, 
B. M. 

+Norway or yellow pine, dry, 3,000 lbs.; partly 
dry, 4,000 lbs.; if green, 5,000 lbs. per M. feet, 
B. M. 


tAsh, maple and cherry, if dry, 3500 Ibs. or if not 
dry, 4000 Ibs. per M. feet, B. M. 

+Oak and walnut, if well seasoned, 4000 lbs.; if 
not well seasoned, 5000 per M. feet, B. M. 

+Green basswood boards 3000 lbs.; if dry, 2500 
lbs. per M. feet B. M. 

Timber and spars over 25 feet long, will be 
carried at special prices, to be agreed upon be- 
tween the General Freight Agent or Lumber 
Freight Agent and the owner. 


Ship timber, staves, heading and hoop poles, 
will be charged for at actual weights. 

Lumber must be removed from Piermont pier 
within five days after notice.of its arrival has 
been given to the consigne s, or twenty cents per 
M. feet B. M., will be charged for each day that 
it remains there more than five days after such 
notice. The want of room to store it at the pier, 
renders this rule necessary, and the Agent there 
will be required to enforce it rigidly. 


REDU@ED RATES FOR HORSES, CATTLE, SHEEP, 
LAMBS, HOGS, AND OTHER LIVE STOCK PER CAR 
LOAD OF NOT MORE THAN TEN TONS, WHEN TA- 
KEN ENTIRELY AT OWNER’S RISK, BETWEEN THE 
STATIONS NAMED AND NEW YORK, PATERSON 
AND NEWBURG, THE OWNER OR DRIVERS, ONE 
TO EACH CARLOAD, TO ATTEND TO THEIR &TOCK, 
WILL BE CARRIED FREE, BUT AT THEIR OWN 


RISK OF PERSONAL INUURY FROM ANY CAUSE 
WHATEVER : 

S o 

e “ 

7 4 = 

From pe = 

S = 

* aR 
WR ic. Kase codices vase ch $90 00 $84 00 
Cady nde cba c bebaeneaeen 83 00 77 00 
CUT eileen de tieis cvs atint bose neha. 8100 75 00 
Hornellsville .... ......... 0.055. 70 00 64 00 
Painted Post and Corning....... 66.00 60 00 
Elmira, Wellsburg and Chemung. 65 00 59 00 
Owego and Campville.. coc ccs 6800" 56°00 
Binghamton and Great Bend..... 6000 54 00 
GuseOOWO 60. ES oe cs Seid a 59 00 653 00 
DepGMh. wc. cece este csiee cess Bee” Oe 
Narrowsburg GéccboetN Nave okey eS 50 00 44 00 
DOR eS Seo ube ees 4400 388 00 
Middletown......... ..+. see. ee. 32 00 826 00 
New Hampton........ 2+. sees. 28 00 22 00 
Goa ana. wis oC aeNe cess Seed Pes 2400 18 00 
Chester, Oxford and Monroe..... 20:00 14 00 
Turner’s and Greenwood........ 16.00 10 00 





(Calves over three months old, “actual weight. ) 


A deduction will be made from the above 
named prices per car load, for Cattle, Horses, 
Hogs, Pigs, Sheep, Lambs, Calves, or other live 
stock, if taken off at the following stations, viz : 
At Delaware, or Narrowsburg, $8; at Middle- 
town, $6; at Goshen or Chester, #5; at Sufferns, 
or any other point on the Railroad east of that 








First class. .5.9 ets. per ton of 2000 Ibs. per mile. 
Second class,4.5 7 
(3.47 © 
Fourth class,2.65 “ 


For the first 200 miles from New York : 


First class....8....... . 4.95 cts. per ton per mile. 

Second class... me 

Third class.... Me oy See “ = 

Fourth class.... ; 2.16 - i : 
For the first 300 miles trom New York: 

First class.... ; oe haicanae 4.6 cts. ton mile. 

Second class. . +o fa ” 

Third class............ 2.59 * a ae 

Fourth class.. Jee bs 
Through freight: 

Pigeh a0 sciickisee ces 4.26 cts. per ton per mile. 

Second class........... 3.14 

Third clags.. <<: coc sees 2.34 “ its My 

Fourth class..........17 “ _ # 


Through freight, between November Ist and 


station, $3. April 15th: 
MOVEMENT OF FREIGHT TRAINS—EASTWARD BOUND, | First class......... «+++ 4.69 cts. per ton per mile. 
Slow Freicht. Second class.......-... 3.45 
~  . Miles THE CIN ac os. pcceccuse 2.57 8 ey > 
5 ‘ 
Monday, leaves Dunkirk.... . 6.20 a. m,| Fourth class........+.. 1.87 # a 
We  ehecicnsena 6414 210pr.m.| Through winter rates, per article of heavy 
arrives at Hornellsville 9.52 “ | freight, in lots of 10 tons and over, Distance 
Tuesday, leaves Hornellsville.. .12734 7.00 a. M.| 469: miles: 
“ Corning .. .... .16844 12.07 P. M. Fl bbl 
> Wien. xs. 186% 2.22 « ae sk ears tee rere eee eee 88 cents 
4 « | Beef and Pork, per bbl.............. 141 * 
arrives at Owego ..... 22234 +=6.83 Wheat, bushel 26 “ 
Wednesday, leaves Owego...... 6.05 a. M. 0 rage > srosgeety cab ately 2 ioe ee 
arrives at Susquehanna 12.00 m Ry dar cd teh he 2437 iM 
Thursday, leaves Susquehanna. 26714 4.00 a. M. Ton ma ar te t 4 80 
“Deposit... .. 98937 5.44 « umber, per WUE hikes kn se pete eeee eens 
“ Sy, Iron in heavy castings, forgings, bars or 
Narrowsburg. 33714 12.27 p. M. on 8 80 
arrives at Delaware...87114 3.45 “ es aoe Cee ne 
. Silas « =| All heavy minerals, earths, f ‘uel, ‘puilding 
Friday, leaves Delaware....... 2.00 bs ein d 
arrives at Pier......... 44514 10.47 “ materials, produce and provisions, pet’ tem. ‘6 48 
: Nine per cent. discount from these rates between 
Fast Freight. : 
Monday, leaves Dunkirk...... 12.30 p. m,| April 15th and November Ist, 
arrives at Hornel Isv. 12734 11.52 ‘ | ABSTRACT OF FREIGHT BUSINESS OVER THE NEW 
Tuesday, leaves Hornellsville.. 4.00 4. m.| YORK NND ERIE RAILROAD FROM OCT. Ist, 1862, 
arrives at Susquehan.26714 4.43p.m.| TO SePreMBer 30th, 1853. 
leaves Susquehanna. 6.00 ‘“ | Number of tons earniad one mile...... 101,626,522 
Wednesday, arrtves at Delaware,387114 4.15 a. m.| Miles run by freight trains.......... ,249,594 
leaves Delaware... 6.00 “ | Average load per train, tons......... 81 
arrives at Piermont,44534 1.35 P. M.| Gross earnings for f eight.. 


From Piermont to New York by river in barges. 

Distance 24 miles. 
WESTWARD BOUND. 
Slow Freight. 
Miles. 

leaves Piermont... . 
arrives at Delaware.. 
Tuesday, leaves Delaware..... 


4.00 P. M. 
11.80 “ 


Monday, 
74 


arrives Susquehanna. 178 9.50 Pp. M 
Wednesday, leaves Susquehanna, 1.15 “ 
arrives Owego....... 22246 6.47 “ 
Thursday, leaves Owego.. 6.45 agM 
arrives Hornellsville. 317 6.15 P. M 
Friday, leaves Hornellsville.. 7.15 a. M 
arrives at Dunkirk .... .445 7.40 P.M 
Fast Freight. 
Monday, leaves Piermont. .... 6.00 a. mM 
arrives at Delaware.. 74 1.20 P.M 
Tuesday, leaves Delaware..... 6.00 a. m 
arrives Susquehanra,178 4.55 P.M. 
Wednesday, leaves Susquehanna, 6.00 a. om. 
arrives Hornellsville,317 8.00 P. Mm 
leaves Hornellsville, 10.00 “ 
Thursday, arrives at Dunkirk..445 10.304. 


Average load for the same engine on each Divi- 


sion : 

Piermont to Delaware........ 74 miles. 14 cars. 
Delaware to Susquehanna.....10£ “ 25 “ 
Susquehanna to Hornellsville..1389 “ 40 “ 
Hornellsville to Dunkirk......128 “ 16 “ 


By these conditions and charges, it will be seen 
that local freight, in the summer, for the first 100 
miles from New York, including shipment from 
New York to Piermont, costs as follows: 


veee coos 2,087,214 52 


Average receipts per ton per mile, 


cents.. Vee’ 25 
Average through trips, each way. . 1,404 
Average through i each way per 

day, for 313 days.... .... .... 4 


The following is a dsedal freight notice, issued 
in the month of January : 


. M.| NEW YORK AND ERIE R&ILROAD—(Special Freight 


Notice.) 


General Freight Office, 
New York, Jan. 28, 1854 


On and after Wednesday, February Ist, the New 


‘| York and Erie Railroad Company will transport 


‘| from Dunkirk, Buffalo and Tonawanda, to New 
*| York, as follows: 
Articles not enumerated. .... ..$1 00 per 100 Ibs. 


‘| Dressed poultry, and fresh meats 


“ ts 


(except hogs) at owner’s risk. 1 25 


‘| Furs in bales and boxes, mer- 


chandize, fowls in coops, at 
once and a half actual weight 1 00 “ 


*| Books and papers in boxes, wine 


in boxes, bacon and hams 
loose, curled hair, sheep and 
deer skins, wool, hemp in 
bales uncovered, domestic 
dry goods of all kinds....... 
Dressed hogs (at owner’s risk). 
Dried fruit in Se tiveeih and boxes, 
beeswax, clover, grass and 
flax seed, ginseng, hops, hair 
in bales, nuts, oil cloth, peta-_ 
toes, printing paper, roofing 
paper, rags in sacks, buffalo 
robes, wood in shape, wrap- 


“ 


0 80 ‘ 

















158. 


ee 








weer’ hair and brieties, 0.60“ « 
Butter, cheese, and in bar- ‘ 
rels, (at owner’s ,») hemp 


in bales, (at owner's risk,) 

starch in boxes and barrels 

(on manufacturer's account.. 0 60 
Beans and peas, unmauufactured 

leather in boxes aud rolls.... 0 50 
Ground bark in casks, grain and 

flour in bags, lard oil, linseed 

oil, lard in barrels and kegs, 

cracklings, oil cake, sausage, 

skins, bacon, hams, tobacco, 

cotton in bales, tallow and 

grease in casks and barrels, 

potash, pearlash 
Beef, pork, and pickled meats in 

bbls. and tcs., domestic spir- 


re tS eds. ae ee 
Flour in lots of 50 bbls. or more 1 00 per barrel. 
Cleveland and New York City Railroad. 


“ 


“ 


0 44 


“ “ 





The following gentlemen were chosen Directors of 


this projected road on Friday: Cleveland, E. G. 
Williams, H. W. Clark, J. A. Morley; Painesville, 
Uri Seeley, R. Hitchcock ; Madison, W.W.Branch; 
Ashtabula, Frederick Carlisle. 

Saturday evening Ellery G. Williams, of this 
City, was unanimously elected by the Directors 
as President, and W. H. Stanley, Secretary and 
Treasurer. 

$417,000 Stock has already been subscribed in 
this City, and adjoining counties, and from the 
high character of the Directors and the President, 
for enterprize and experience in railroad matters, 
the prospects of the road are every way en- 
couraging. s 

The road will form a connection with the other 
six feet gauge roads contemplated to Cincinnati 
and St. Louis, and with New York and Erie Road, 
and is an important conrection of our City.— Cleve- 
land Herald. 

Lousville and Sandusky Railroad. 

This Company has been organized by the choice 
of the following officers, viz: Directors, E. Cooke, 
J. A. Camp, A. A. Harbisson, Robt. Young, J. P, 
Williamson, George Nishwitz, and Alfred Denny, 
The officers are, President, E. Cooke ; Secretary, 
Wm. Elliott ; Treasurer, Robert Young ; Chief En- 
_ gineer, T. R. Jones. 

The line of the proposed road extends from 
Sandusky, on Lake Erie, to New Albany, opposite 
Louisville, Ky. It connects with the Mad River 
R. BR., at Huntersville, and will be extended thence 
in asouth westerly direction,via Piqua,Milton,and 
Eaton, to.the Indiana State line where a junction 
will be formed with the New Albany and Sandus- 
ky city Junction Railroad. 








Georgia. 

The estimated cost of the Western and Atlantic 
road is placed at $5,059,331. The action of the 
legislature has been adverse to the sale of this 
work to individuals. 





Kentucky Statistics 

We gather the following items of taxation in 
that State, for 1853: 20,667,448 acres of land, 
valued at $166,857 626 ; 38,119 town lots, valued 
at $44,859,205, 199,949 slaves, valued at $79,- 
462,188; 831,211 horses and mares, valued at 
$15,186,215 ; 57,671 mules, valued at $3,300,981 ; 
2,917 jinnies, valued at $311,334; 607,876 cattle, 
valued at $3,848,648 ; 4,268 stores at $10,978,487. 
Value under the equalization law $44,945,519. 
Total valuation $366,752,852, and increase of 88 
millions over the valuation of 1852.—The tax on 
this and on the pleasure carriages, watches, plate, 
pianos, &c., makes a total revenue of $646,024 46. 
The total number of white males over 21 years 
old is 162,477, total number of children between 


the New: Bedford and Taunton |’ 







The receipts of 
Railroad Company for the year ending November 
80, 1858, have been as follows: Amount received 
for transportation of passengers, $74,135 81; of 
merchandize, $34,970 22; of mail, $5,878; of 
Taunton Branch Corporation, $8,- 
544 02; sundry receipts for expresses, &c., $3,079 
61—total $122,602 16. The expenditures for the 
same time have been as follows :—Repairs of road, 
$15,305 48; do. of engines and cars, $12;979 89: 
fuel, oil, salaries, &c., $47,477 66—total $75,768 
03. Net earnings after deducting expenses, $46,- 
839 138. There have been declared two dividends 
during the year, amounting to $35,000. Total 
surplus not divided $80,916 41. 


Knoxville and Kentucky Railroad, 

The stockholders of the Knoxville and Kentuc- 
ky Railroad Company met at Knoxville on the 
Sth of Feb’y. A sufficient amount of stock havy- 
ing been subscribed, the stockholders elected the 
following persons directors of the company, viz : 
Thos. C. Lyon, Wm. G. Swan, P. Dickinson, C. M. 
McGhee, A. L. Maxwell, 0. P. Temple, C. H. 
Coffin, John H. Crozier, Wm. H. Sneed, and Jos. 
L. King. The board of directors then organized 
by electing John H. Crozier president and 0. P. 
Temple secretary and treasurer. 








Naugatuc Railroad. 

The following is a statement of the receipts and 
expenses of the "Naugatuc Railroad for the past 
year. The receipts show a large increase, and the 
net earnings are greater than any previous year, 
notwithstanding the heavy losses by the recent 
floods. The statement is as follows: 

Receipts for the year 1853 


sey Ned $246,687 43 
Expenses....... 


Vessco. 1aa,000 25 
TOGA). . sp.suwdee ciisesdlindhedt.Qaeees 18 
Less State taxes..........-. 





sees. 8,086 49 
Net CarMlnes .. 2. vccvicces'teseddee $121,591 69 
Net earnings 1852................ 118,466 50 








Increase of net earnings over 1852.. .$8,125 19 





Commerce and Tonnage of Boston and 
New York. 

From recent published statistics it appears that 
the tonnage of the port of New York surpasses 
that of the ports of London and Liverpool com- 
bined. That of Boston is about one-half of the 
tonnage of New York, and these two cities wield 
over one-half of the total navigation of the United 
States. The great excess of the tonnage of New 
York over Boston consists in its immense fleet of 
European packets and of ocean and inland steam- 
ers. In many great branches of commerce, such 
as the East India, African, Pacific, South Ameri- 
can and Mediterranean trade, Boston has the 
largest tonnage employed. The city of Philadel- 
phia is now importing many dry goods in her new 
lines of steamships to England, and her trade in 
this branch is rapidly growing. But, with this ex- 
ception the great commercial transactions of the 
country mostly centre at New York and Boston, 
and all other ports are very limited and contracted 
in the sphere of their commercial operations. The 
wealth of these two cities now amount to nearly 
seven hundred millions of dollars, which enables 
them to control all the great commercial and 
monetary interests of the country. thus render- 
ing all other cities in some degree tributary to 
them. The tonnage of Boston was never increas- 
ing faster than at present, probably at the rate of 
more than 10 per cent a year. Not a ship-yard in 
New England is without a ship, building for some 
Boston house, and in many places all that are 
building are to come here. 








To Civil Engineers and Sur- 


veyors. 
TRANSITS, Level and Surveyors;Compasses Manufactured on 
the most improved principle and of the Best Quality 
by THOMAS HUNT, 
No. 58 Fulton Street, 





6 and 18, 219,239. 














SHANAHAN & LOEBER 

meng 18! William-st, 
(1st floor-Up Stairs,) 
NEW-YORK. 
MANUFACTURERS OF 
THEODOLITES, TRANSITS, LEVELS, 


Surve ors’ Compasses, Drawing Instruments, 
ains, Scales, Levelling Rods, &. 1y10 


To Railroad Contractors. 











Orrice PirrsBURGH AND CONNELSVILLE 

RaiLroap Company. } 
EALED proposals will be received at the office 
of this Company, at Neville Hall, in the City 
of Pittsburgh, until 5 o’clock p. m., of Wednesday, 
the 22d day of March next, for the Graduation 
and Masonry of that part of the Pittsburgh and 
Connelsville Railroad extending from West Newton, 
in Westmoreland Co., to Connelsville, in Fayette 
Co., this State, a distance of 25 miles. This work 
is generally of a very light character. It will be 
divided into sections of about 1 mile each. Pro- 

posals will be received for one or more sections. 

Proposals will also be received until the same 
time for the making of the Tunnel at the Sand 
Patch Summit, on the Alleghany Mountains, about 
25 miles from Cumberland.—This Tunnel is to be 
forty-one hundred feet in length, through rock. 
The work is worthy the attention of the best con- 
tractors. It is an excellent region to do work 
cheaply. 

Maps, Profiles and Specifications will be ready 
for the examination of bidders on and after the 6th 
day of March next, and all proper information 
given on application to Oliver W. Barnes, Chief 
Engineer, or the Assistant Engineers on the line. 

Satisfactory testimonials will be expected from 
Contractors not known to the Company. By order 
of the Board. 

W. LARIMER, Jr., President, 
Pittsburgh & Connelsville R. R. Co. 





THE 

New Yorker Handels-Zeitung 
A GERMAN Commercial Paper, containing Prices Current, 

Market Reports, Exchange and Stock Rates, Shipping List 
and Correspondences from all parts of the world, appears twice 
a week in two separate editions, viz: one for home circulation, 
published each Wednesday and Saturday morning; the other 
for circulation in Europe, Belgium, Holland, Denmark, Sweden, 
&c.—the only German Paper published in the United States ad. 
mitted to the German States—appears before the departure of 
each mail steamer for Europe. Terms :—The paper, per annum, 
at New York, $5. Advertisements taken at liberal terms 


Duggan’s Work on Bridges. 
SPECIMENS OF THE 
STONE, IRON AND WOOD BRIDGES, 
IADUCTS, Tunnels, Culverts, etc., of the 
United States Railroads; illustrated by a se- 
ries of drawings, from actual measurement of the 
works; including plans, sections, elevations, and 
details of each structure, and an appendix, illus- 
trative of the art of bridge building, as at present 
practiced in Europe. 
Illustrated With Numerous Accurately Engraved 
Drawings. 
15 Numbers, 75 Cents, each. 
*,*A few sets of the above work, may be had 
by applying to the subscriber. 
JOHN WILEY, 167 Broadway. 


Railrsad Companies and 
Contractors, 
ANTING first rate German or Irish laborers 
for railroads and canal work, or mechanics 
of any kind, will find the undersigned a first rate 
office to give their orders to, as thousands of emi- 
grants apply to them every season for employment. 
Reference will be given to well known companies 


and contractors, 
MORRIS & COHNERT, 
European, American Employment Office, 











lylo* 


New York. 


1t 287 Broadway, corner Reade-st. 





















result of twenty-three years practical experience in the business 
by our senior Partner we manufacture Five different kinds of 
Engines and several classes or sizes of each kind, 
Particular attention paid to the strength of the machine in the 
and workmanship of all the detaus, Our long experience 
and opportunities of obtaining information, enables us to offer 
these with the assurance that in efficiency, economy and 
durability they will compare fuvorably with those of any other 
kind in use. 

We also furnish to order, Wheels, Axles, Bowling Tire (to fit 
centres without boring), Composition Castings for Bearings ; 
every description of Copper Sheet Iron and Boiler work; a 
every article appertaining to the repair or renewal of Loco- 


motive Engines. 
M. W. BALDWIN. MATTHEW BAIRD. 





Notice to Contractors. 


EALED PROPOSALS will be received at the 

Office of the undersigned in Indianapolis until 
the 15th day of March next, for the Grading, 
Masonry and Bridging of that portion of the In- 
diana and Illinois Central Railway, between the 
West line of Edgar County and Decatur Illinois, 
being for a distance of about 58 miles. 

The Map and Profiles together with the Plans 
and Specifications, will be ready for inspection at 
the Office of the Company in Decatur on and after 
the 1st day of March. 

Any further information may be obtained at the 
Office of the undersigned in Indianapolis. 

M.C. STORY & CO. 

Indianapolis, February 7th, 1854. 


C. Floyd-Jones., 
Division Engineer 3d and 12th Divisions. 
ILLINOIS CENTRAL RAILROAD, 
Vandalia, Il. 


Boiler and Tank Rivets, 


Nuts and Washers; 
All Sizes of 


Bolts and Bolt Ends 
for Sale by 
BRIDGES & BROTHER, 
64 Courtland st., N. Y. 


To Railroad and Canal Co.’s, 


Contractors, Xc. 

HE undersigned would direct the attention of Chief En- 
gineers and Contractors to the facilities they possess for 
supplying them with laborers, mechanics, &c. of any descrip- 
tion, and also to inform them that they forward such men to 

whatever destination they may be required, 
Companies or Contractors desirous o freceiving steady and 
industrious men, will be promptly supplied at the shortest pos- 


sible notice, 
JOHN J. HELLING & CO. 
No. $5 Greenwich street, New York. 














New York and Erie R. R. 


PASSENGER TRAINS 
leave Pier foot of Duane street, a 
as follows, viz:— 

BuFFALo Express, at 7a m, for Buffalo direct, over the N. 
Y. & E. R. R., and the B, & N. Y. City R. R., without change 
of baggage or cars. 

MAIL, at 8X a. m, for Dui.kirk and Buffalo, and intermediate 
stations, This train remains over night at Elmira, and proceeds 
the next morning. 

Way Express, at 12)4 p. m. for Dunkirk, and intermediate 
stations. 

ACCOMMODATION, at 3 p. 1. for Delaware and intermediate 
stations, 

NEWBURG Express, at 4}. m., for Newburg. 

Way Passencer, at 4p. 1., for Piermont and: intermediate 
stations, 

Nicut Express, at 5 p, m. for Dunkirk and Buffalo, 

On Sundays only one Expr.-3s Train—at 5 p.m. 

These Express Trains cont. ‘ct at Dunkirk with the Lake Shore 
Railroad for Cleveland, Cincii,.ati, Toledo, Detroit, Chicago, etc. 

CHAS, MINOT, Sup’t. 


Railroad Iron. 


2 TONS Rail: ad tron, weighing about 59 
Ibs. per yard; * Erie” pattern of G L and 
‘*Crawshay” manuifactt:re, now on the way from the 


shi; rts in Great I*ritain to this port, for sale b 
. PS HOUTEAU J RD & CO, 


r., SAN ¥ 
December 4, 1852. No. 51 New 








CONSTRUCTION OF , 
RAILWAY. 
HE Directors of Tae Norta Snore Raitway, 
from Quebec to Montreal will receive tenders 
for the construction of said Railway or sections 
thereof from this to the fifteenth day of March 
next.—For information, &¢., apply personally or in 
writing to the undersigned. 
HECTOR L. LANGWIN, 
Sect’y. & Treasr. N. 8. R. C. 
Quebec Feb. 14, 1854. Buade St., Quebec. 


~ 









Orrice Cincinnati, Hamiiron & Dayton R. R. Co. 
Cincinnati, Feb, 14, 1854. 
‘oe Directors have this day declared a divi- 
dend of Five per Cent. on the capital stock of 
this Company, payable at the offiice of- the Com- 
pany in Cincinnati on and after the 25th inst., till 
which time the Transfer Books will be closed ; and 
at the Ohio Life Insurance and Trust Company’s 
Office in New York, on and af.er the 15th Proxi- 
mo. By order of the Board. 
FRANK. 8. BOND, 
Sect’y. 


Passenger Cars for Sale. 


WO first class Passenger Cars, built by one of 
the best car builders in the country, for the 
Baltimore and Ohio Railroad. 

The above presents a rare opportunity to any 
Railroad Company wishing first class cars for im- 
mediate use. 

They will be sold at a bargain for cash or good 
paper. Enquire at the office of Bridges & Bro- 
thers, 64 Courtland Street. 

New York, Feb. 21st, 1854. 


Railroad Lettin ge 











signed at the Engineer’s Office, Dover, Dela- 
ware, until March 14th, inclusive, for the Gradua- 
tion, Masonry and Superstructure of the DELA- 
WARE RAILROAD, extending frym the New 
Castle and Frenchtown Railroad to Seaford, a 
distance of 70 miles, through a healthy region, 
and convenient to procure hands and supplies. 

The work will be divided into sections of about 
4 miles each. 

Maps, profiles, and specifications will be ready 
for the examination of contractors, after the 1st 
of March. 

Bidders personally unknown to the undersigned, 
will be expected to produce satisfactory evidence 


of their responsibility. 
D. H. KENNEDY, 


feb.18-tm14 Resident Engineer. 


LAWRENCE SCIENTIFIC SCHOOL, 


Harvard University. 
HE next Term of this Institution will open on 
the second day of March, 1854, and continue 
twenty weeks. 
Instruction by Recitations, Lectures and Prac- 
tical Exercises, according to the nature of the 
Study, will be given in: 





Astronomy .... 042 sees eee by Messrs. Bond. 
BOAR .nccccccccecsissnce yy Eee ee 
Chemistry, analytical and 

practical... ..c. ccc. sees Ratatat Horsford. 
Comparative Anatomy an 

Physiology ..... .... .cees: Eset ¢ Wyman. 
Engineering .. .... ..00 ceees 3x. Eustis. 
Mathematics. .......02 sseeee wintasi is Pierce. 
Mineralogy ......-s .0++ ese aa Cooke. 
PHYSICS . ooo s.0 Wording erccie nde Upp si Lovering. 
Zoology and Geology ......- 5, 9 Agassiz. 


For further information concerning the School 
application may be made to Prof. E. N. Horsford, 
Dean of the Faculty. 

Cambridge, Mass., January 1854. 


JOURNAL. - 


= 


4| EUROPEAN &, 
















re 


Ae 


New Bavunswicx.. , ; 
a will be received by the under- 
signed at his office, Princess street, St.’John, 

N. B., up to the 6th day of April 1854, for the.en- 
tire construction of portion of the Eastern 


Division of the above y — from the 
crossing of the Road from Schediac to 


to the Bend of the Petitcodiac River being a dis- 
tance of about twelve miles, comprising the 
Grubbing, Grading, Masonry, , and the 
Ballasting and Laying of the permanent Road. 

The work will be divided into two. sections 
which being adjacent to others to be 
with on their completion, is well worthy the atten- 
tion of Contractors. 

Proposals may be made for one or both sections 
and with or without the permanent Road and Bal- 
lasting. 

Plans and Specifications will be ready for the 
inspection of bidders on and after the 5th day of 
March at the above office where all other necessa- 
ry information may be obtained. 

W. E. ROSE. 

St. John, N. B., 27th Feb’y 1854. 


Important to Kailway Co’s. 


A GREAT improvement has recently been perfected in the 
manufacture of Dumping Gravel Cars by which. the cost Is 
materially lessened and the strength and Tmuch ine 
crea 
We have secured the right to manufacture these improved 
Cars and = supply them at prices ten per cent. lower than the 


or 4 
Orders directed to the Hamilton Car Co., Hamilton, Ohio , 
will receive prompt at 


» Knox & Shain, 
MANUFACTURERS OF 
LEVELS, TRANSITS AND SURVEYING 
COMPASSES. 
No 72 Dock st. first door south of Walnut, west side 


PHILADELPHIA. 
First Premium awarded by the Franklin Institute. 


Railroad [ron Via Quebec. 


JOHN ANDERSON & CO. 
COMMISSION MERCHANTS, 
SHIPPING AGENTS AND BROKERS , 


Quebee and Montreal. 


PARTICULAR attention given to the Transhipment of Iron , 
&c., in Transitu for the Western Lake Ports, and to the Ship- 
ment of Rails In Great Britain. 
Quebec, Dec. 2, 1853. 


To Contractors. 
PACIFIC RAILROAD OF MISSOURI, 
THIRD AND FOURTH DIVISIONS. 

T is intended to make contract for the third di- 

visions of this road, (extending from the Mis- 
souri river at Jefferson City, passing near George- 
town and Warrensburgh, to the Missouri river near 
Independence, about 160 miles,) so soon after the 
pee of May next, as satisfactory proposals shall be 
made. 

Contract will be made for the whole now offer- 
ered, or such parts as particular contractors. may 
select in form and quantity to suit the interests of 
the company. Proposals are asked for by the cu- 
bic yard, with cash payments; but contractors 
may, if they desire, accompany their offer with 
proposals for two thirds cash and one third in 
county and railroad mortgage bonds or other se- 
curities. 

Profiles and maps of approximate location can 
be seen after first of April next at Pacifie Railroad 
Office, in St. Louis, and any information will be 
given on application to the Engineer. - 

The first division of this road is now in. opera- 
tion; the second division to Jefferson City under 
present coursé of construction. 

The third and fourth divisions now offered pass 
over a high, rolling mixed prairie and timbered 
country, and for healthfulness and supply of pro- 
visions will compare favorably with any part of 
the west. THOS. ALLEN, Pres. 

Tuos. 8. O’Suttivan, Chief Eng. 

















Pacific R.R. Office, St, Louis, Feb. 1954, 
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a ae | x ron | Iron PN a 
1250 ti ihe'por yard, tobe shipped ton Wales et 
so ean aan Ff N & 00. 
June, 1858 Broadway, New York 
Ssleeremomapor tpemuntse 

Se colece tur SUMET Aespiaet aavtares ou 
weights, and of an required length aot saceeding 30 


t per rail. 
sen pert’ THOS. CHAMBERS, President, 
September, 1850. 


Railroad lLron. 
HE U ed, ts for the ogame 
are to contract to deliver free on 
E 
in pret iat dy Psy Rails of superior quality, and of 


be uired. 
aiies imma ERKINS & CO. 


South William St, 
New York, June 1, 1851. 
Railroad Car Works. 


HE U! repared manufacture for Railroad 
F 














Dn ee aernge, Calta Fripny Gravel and 
Hana Cars, also Baggage Barrows and Fre Ske é 00. 
Maysville, Ky., Sept. 29, 1858. 

Stuart, Serrell & Co., . 
CIVIL ENGINEERS, 
Rooms 


26 & 27, 
167 way, New York. 


Epwarp- W. SERRELL, 
SamusL. MoELroy. 





OnARLES 8B, STUART, 
DaNIEL MARSH, 


Railroad Iron. 


6 00 TONS superior quality, delivery from April for- 
ward, to tons month, for sale by 

30 gc tae PONAYLOR & CO., 
late 99 & 101 John street 


Railroad Iron. 


NS T RAI about one-half weighing 59 Ibs. 
5,000 papel Ble ge Race 66 Ibs. per yard now in 
bond and for sale by 


Qd Feb’y. 
South-Western Car Shops, 
Madison, Indiana. 


HE subscriber is prepared to execute orders 
at short notice, for all kinds of Passenger, 
Freight and other descriptions of Railroad Cars. 
Work delivered at any point accessible by rail- 
road, or by the Ohio and Mississippi rivers. 
Facilities for transportation, enable the subscri- 
ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 
W. CLOUGH. 








JOHN H. HICKS, 
90 Beaver street. 





Refer to 
Jno. Broven, Esq. Winstow, Lanier & Co. 
feb. : 


18. 1m. 





To Railroad Engineers and 
Contractors. 
ANTED, a corps of efficient Engineers and 
Contractors, for the construction of a Rail- 
road in one of the Southern States. Apply to 


DUFF GREEN. 
New York, Feb. 14th, 1854. 


Ontario, Simcoe & Huron R.R. 
CANADA. 





Lake 
St. Murie 


: 
i 
i 
¢ 


Arrangements will be made on the completion of the road to 
Oe ee tae a ne e eh ey 
trips ports on Michigan. ‘ 
ALFRED BRUNEL, 
Superintendent. 


or ee of discharge) chines—lathes—boring machines, blacksmith’s 





HE P. 

A. years, with immediate , the splendid 
peer , known as the BELLEVILLE IRON 
ORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and landings, 
The buildings are of brick, with slated roofs, 
and were- erected in 1848 at a very heavy expense ; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 


tools, &c., &c., to employ 100 mechanics, and 
could be put in working order in a few days. The 
Buildings cover a lot 800 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now organized in that city con- 
template the pias 3 of over 1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans. 


The Establishment and prospect of remunerat- 


the attention of manufacturers and Engineers 
generally. 


Applications from responsible parties will be 
promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 
Letters may be addressed to 
R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans; 
and further information may be had by applying 
to Messrs. Barstow & Pore, Pine Street, New 
York. 


Railroad Spikes, Boiler Riv- 


ets, etc. 
HE Subscribers, Agents for the sale of James S. 
Spencer’s, Jr. Railroad and Boat Spikes, Boiler 





Rivets, and Wrought Iron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness, despatch, and of the best quality. 
ALSO IMPORTERS of English refined and Mer- 
chant bar Iron; Extra refined Car and Locomotive 
Axles (from 3} to 64 inches in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, supply 
Boiler and Flue Iron cut to pattern or otherwise.— 
Spring, Shear, and Cast Stee L, etc., etc., etc. 
T. & E. GEORGE. 
Philadelphia, November 14, 1850. 


Railroad Iron. 
HE UNDERSIGNED, HAVING made - 
ments abroad, are prepared to contract for the de- 
livery of Foreign rails, of appreved brands upon the 
most faverable terins. 
They will also make contracts for American rails, 
made at their Trenton works, fram Andover Iron, in 
whote or in part, as may be upon. 
They are prepared to furnish T: h, Spring and 
Market Wire; Braziers and Wire 8; Rivets and 
Merchant Bars to order, all made exclusively from An- 
dover Iron. The attention of parties who require iron 


of the very best quality fors ur; is respect- 
tully invited. COOPER & HE itt 

17 Burling Slip, New York. 
February 15, 1850. 








roprietors offer for rent for a term of 


ing work to be secured immediately are worthy bee 






















Mier ENnGingeR’s Orrice, 
é Norfolk, Va., Jan, 6, 1864. °¢ 
Ne pm ne PROPOSALS will be received by the 
undersigned at this Office, from the 1st until 
the 20th day of March nex, at. sundown, for the 
“ clearing” and ‘ Graduation” on the line of the 
“Norfolk and Petersburg Railroad,” between that 
portion of said road now under contract, and its 
terminus at Petersburg—covering a distance of 
about eighteen miles; also, for the “ Culvert” and 
Ye. ee | Masonry of the last section of said 
work. 

At the same time, sealed proposals are invited 
for the “ Abutment” Masonry of “ Bridges” over 
a Eastern and Southern branches of Elizabeth 

ver. 

The work will be divided.into sections of about 
three miles, and bids may be made for one or more 
of said sections. 

The line, plan, profiles and quantities of work 
will be ready for examination on and after the 1st 
of March. 

Specifications with forms of contract and pro- 
— may be had of the undersigned after 

ate. 

Payments will be made in current funds during 
the progress of the work, in proportion of four-fifths 
of the amount due. 

Of bidders personally unknown to the under- 
signed, evidence of their responsibility will be ne- 
cessary ; and of those to whom work shall be al- 
lotted, will be required bond and approved securi- 
ty inan amount not exceeding one-fifth of the 
amount of their contract, for the timely and faith- 
ful execution of the same. 

The company reserves the right to accept such 
proposals as in their judgment will secure the 
prompt and faithful execution of the work accord- | 
ing to contract, or to reject allif none are satisfac- 


ry. 
The line is easy of access, the country through 
which it passes abundant in supplies and of a cli- 
mate highly favorable for the prosecution of work 
at all seasons. 
The work here offered for contract is of a char- 
acter well worthy the consideration of the most 
responsible contractors. 

W. MAHONE, 


Chief Engineer. 
January 19, 


Norfolk, Feb’y 10th, 1854. 
Sealed proposals will be received between the 
dates mentioned in the above notice, for the con- 
struction of two Iron Bridges with stone abut- 
ments and piers, one over the Eastern Branch of 
the Elizabeth River, 680 feet long, and contain- 
ing about 3,300 cubic yards of masonry, and the 
other over the Southern Branch of the same 
stream, about 400 feet long, and containing some 
1,700 cubic yards of masonry. Plans of bridges, 
with quantities of material and working drawings, 
will be ready for inspection after the 1st March. 
From this date proposals will be entertained for 
the Clearing and graduation of several sections 











not included in the 18 miles mentioned in the 
above notice, and also for the bridges and culvert 
masonry upon said sections,—of the former about 
8,560 cubic yards, and the latter 670. 

W. MAHONE, 
Chief Engineer N. & V. R. R. 


Spikes, Spikes, Spikes. 
An n wishing a simple and effective Spike 
Mac or @number of them, may be supplied 
by rene: J. W. FLACK, Troy, N. ¥. 
or, MOORE HARDAWAY, Richmond, Va. 
March 6. 1850. : 
Railroad Iron. 
HE Subscribers are at all times prepared to enter into con- 
tracts for Railroad Iron, of Messrs. Guest & Co., or other 
leading manufaeturers’ make, delivered free on board vessels in 


England or in this 4 
RMAN, JOHNSTON & CO., 
Sept, 7, 90 Broadway, New York, 














